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Increasing the Capacity of Nuniber 11 
Existing Streets—For Whom? 


VERY once in a while somebody posing as a traffic 

expert, a city planner, or a consulting engineer of 
some sort, attracts a little attention to himself by 
announcing with an air of wisdom that the capacity 
of existing streets would be vastly increased by elimi- 
nating the trolley car. Seldom are remarks of this 
kind based on actual experience or careful investigation. 
Frequently they are based on self-interest. Only a 
little thought is needed to show how erroneous they are. 


' Without doubt the elimination of the trolley would 


increase the capacity of the streets for motor vehicles, 
but certainly it would greatly reduce it for general 
transportation purposes. 

Traffic counts made at points of congestion in various 
cities show that the electric railways are carrying three 
or four times as many passengers as all other vehicles 
put together. Of the total passenger traffic, the pro- 
portion which the railways carry has been found 
recently to be about 93 per cent in Los Angeles and 
Montreal, 89 per cent in Baltimore, 83 per cent in 
Houston, 80 per cent in Madison, and about 75 per cent 
in Chicago and St. Louis. Obviously these are not 
special cases, because cities of various sizes located 
in different parts of the country are included in the 
list. 
To handle the bulk of the traffic by electric railway, 


~- however, requires only about one-tenth of the total 


number of vehicles using the streets. In Atlanta, street 
cars were found to be only 9 per cent of the total 
number of vehicles, in Chicago and St. Louis approxi- 
mately 10 per cent, in Baltimore 12 per cent, and in 
Montreal and Los Angeles, where the proportion of 
passengers carried was the highest, the cars constitute 
about 25 per cent of the total number of vehicles. 
To carry the entire traffic by other means than the 
electric railway would require from thirty to fifty times 
as many vehicles in the streets if the present average 
loading of automobiles continued. As a method of 


- relieving traffic congestion, such a proposal is obviously 


an absurdity. 

These figures are a matter of record, having been 
published in this paper and elsewhere. Yet there are a 
number of persons who, through ignorance or by intent, 
overlook these facts and continually advocate the 
removal of the trolley car from the streets. They 
forget that for two months last summer a large part 
of New Jersey tried to get along without railway 
service. Although it was the dullest season of the 
year and an extensive bus system was in existence 


_ partially to fill the gap, the experiment was an utter 


failure. All vehicles using the streets were unbearably 
crowded, while many thousands of people either stayed 
at home:or patronized the steam railroads. Owners of 
private automobiles refused to drive them in the cities. 
For the greater part of the general public, the streets 


were much less useful than when the trolleys were 
running. Half a dozen other cities have had practically 
the same experience. 

Removing tracks from the streets would make pos- 
sible the operation of a greater number of motor 
vehicles to be sure. But it would take away the 
transportation medium upon which at least three- 
quarters of the people depend. Furthermore, if all the 
people were served by other means of surface transit 
the confusion and congestion of traffic would be far 
worse than at present. Most electric railway men are 
familiar with these facts, but the layman is not so 
well informed on the subject. When theorists under- 
take, therefore, to advocate the removal of tracks, it 
is a good time for the railway to tell the public the 
truth of the case. 


Hand Brakes Should Be 
Kept in Good Condition 


HE importance of efficiently maintaining hand- 
brake equipment, even though it is used only as 
an auxiliary to the air-brake equipment, is stressed 
in an article in this issue by J. S. McWhirter of the 
Third Avenue Railway, New York City, on the installa- 
tion and use of hand brakes for air-brake cars. Since 
on such cars the hand brake is seldom used in regular 
service there is a tendency either to allow this equip- 
ment to become inefficient or else to ignore it entirely. 
On such cars when the brake is needed at all it usually 
is needed urgently. At such times there is no oppor- 
tunity to find out if the equipment will work properly. 
Accidents are reported frequently in which a car gets 
away on a grade and, being unable to stop, it either 
leaves the rails or collides with some object near the 
bottom of the descent. In nearly all such cases there 
is ample time to apply the brakes by hand, provided 
they are in satisfactory condition. On the contrary, 
when emergency stops are made to avoid collisions the 
element of time is very important. Should the air 
brake fail probably no type of hand brake could avert 
the collision. Properly designed and installed hand- 
brake equipment, however, will enable operators to re- 
turn disabled cars to the carhouse with safety, and in 
the storage of cars, particularly on a grade, the hand- 
brake equipment is necessary. 

Mr. McWhirter’s article brings out forcibly the 
necessity of providing full braking pressure through- 
out the entire range of piston travel. On many cars 
in service the chain is entirely wound up before the 
maximum piston travel is obtained. In such cases, of 
course, if long piston travel is necessary in order to 
give the required brakeshoe pressure, the hand brake 
is useless. 

A hand brake is a necessity on cars provided with air 
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brakes, and in considering its use as an auxiliary to the 
air-brake equipment, careful consideration should be 
given to the type of brake employed and to its proper 
installation. Those responsible for its maintenance also 
should make certain that it is kept in such condition as 
to provide an effective means of stopping the car when 
occasion requires its use. 


/ 


Making Competitive Interurban 
Service More Attractive 


O INCREASE patronage on interurban railways 

that face acute competition from steam railways, 
buses or private automobiles, their traffic managers 
must needs consider every phase of the service problem. 
Comparative running times, frequency of car move- 
ments, comfort, rates of fare, local transfer and con- 
nection facilities—these are some of the major elements 
considered consciously or unconsciously by the passen- 
ger who can make a choice between transportation 
agencies. In a word, the service must be good enough 
that it sells itself to the would-be traveler, else he 
will turn to a competitor. 

A specific instance in mind is a double-track inter- 
urban line joining two cities 40 miles apart. A trunk 
line steam railroad provides excellent service between 
the centers of these towns, its trains making the run 
in from an hour to an hour and a half. The interurban 
takes a little over two hours. As to fares, those on 
the electric line are about 30° per:cent less than those 
on the steam road. The interurban sells 100-mile books 
at the rate of 2% cents per mile, and these have been 
a decided help in securing patronage. On the other 
hand, the steam railroad has comparatively low com- 
muter rates which naturally attract the regular riders. 

In its favor the interurban has cleanliness, punctu- 
ality and convenience to the business sections of the 
two towns. The local and limited services, of two to 
four cars per hour, are well scheduled. Of course the 
intermediate territory furnishes a considerable share 
of the riding, especially on account of the large delivery 
district. 

The real difficulty with the road is that while the 
31 miles of its own system are covered in'about an 
hour and a quarter, the remaining 9 miles in the two 
terminal towns add another hour and render the service 
of little value to the busy man who considers his time 
valuable. 

The problem, of course, is not an unusual one, as it 
will be found on most interurban lines. With the 
inevitable growth of cities vehicle congestion ‘on the 
streets will grow worse and these congested conditions 
will extend over a constantly widening area. There is 
no solution entirely satisfactory except entrances to one 
or both cities over private right-of-way. The ultimate 
good of the interurban railway lies“in° providing~such 
an entrance either over an elevated railway, a short 
subway or possibly over tracks of some steam road from 
which trackage rights can be secured. 

Where such a private right-of-way is not practicable, 
every effort should be made to expedite movement of the 
interurban cars over the city tracks. The city schedules 
should be arranged to give them priority over city cars 
by leaving just ahead. Possibly, where the run within 
the city is' long, arrangements can be made’ so that the 
interurban cars can pass one or more city cars. The 
customary delay at the city limits where’ crews are 
changed can be avoided by allowing the interurban crew 
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to run the car through the city streets. The inter- 
urban car should stop inbound only to discharge pas- 
sengers and outbound to receive them. 

Admittedly the conditions are not favorable for high 
speed, but if the service is to be made attractive these 
and similar expedients should be adopted to save the 
time of the traveler. Details of this sort were of less 
importance in the old days, but with modern competi- 
tion they must be looked into. Though it may be diffi- 
cult to make such changes, there are roads that have © 
conditions like those described and have met them. 
Then, with consistent publicity,.the service has been 
sold to the public and the patronage built up to make 
a profit for the owners. 


When the Public Pays 
the Wage Increase 


N INTERESTING point was brought up in the 
final argument of the Boston Elevated Railway 
arbitration proceeding, concluded recently after hear- 
ings lasting nearly a month. The company wanted a 
reduction in wages of 5 cents per hour, and the men 
countered with a demand for an increase of 20 cents, 
together with numerous perquisites, including two 
weeks’ vacation with pay and double pay for overtime. 
The stand taken by H. Ware Barnum; counsel for the 
company, was that with an increase in the cost of 
living of 60 per cent and in carfare of 100 per cent 
it was unfair to the car-riding public for the men to 
demand still more wages at the present time, since they 
now receive more than 100 per cent above the base rate. 
On the Boston system, with public control, any change 
in net profits or losses is reflected directly back to the 
communities it serves. General Manager Dana declared 
in his testimony that unless there is a decrease in the 
carmen’s wages there will be a deficit of $732,000 at 
the end of the fiscal year June 30 next, even under 
present conditions. The men’s proposal for vacations 
alone would increase this deficit by $650,000. In view 
of the fine showing the present management has made 
under ‘public control, having virtually wiped out a 
large deficit in five years and having subsequently 
made material fare reductions, such a setback would 
be particularly unfortunate. 

For the men, Mr. Vahey countered that they aheild ; 
not be discriminated against, even though it may be 
necessary to make an assessment on the communities 
served. He held that there is no doubt the people’s 
representatives are willing to pay an assessment that 
would provide a living wage for the employee. 

Of course if the people are willing to stand assess- 
ments to pay high wages to those in favored industries 
it is their privilege to do so, as in this case, with 
state control of operation, the owners of the property 
are guaranteed a fixed return on their_investment. 
But it will be remembered that there was much opposi- 
tion several years ago when an assessment was made on 
the municipalities to cover operating deficits of the 
same railway. 

If the statute by which public control was established 
is used for the purpose of giving large wage increases 
to favored groups of employees, it will become nothing 
more nor less than class legislation. -It is’ to be hoped 
that the arbitration board will decide the case on its 
merits and not because the public can bemade to pay. 
On account of the somewhat unusual situation the deci- 
sion will be of particular interest to railway men. 
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Co-ordinating Interurban Service 


Bus Lines Operated by the Pennsylvania-Ohio Electric Company Parallel Its Interurban Railway Lines 


—Operation Successful as a Means of Providing de Luxe Service—Maintenance of Coaches 
Performed in Company’s Garage—Contract Simplifies Tire Problem 


of the Pennsylvania-Ohio Electric Company offer 

to. the traveler going to or from Warren, Sharon 
or Akron transportation service in modern, attractive 
buses. The routes to Sharon, Pa., and Warren, Ohio, 
parallel the interurban railway lines operated by the 
same company. Both branches of this dual system 
furnish high grade service; the interurban, with new 
cars fully as attractive as the buses, does not duplicate 
the effort of the bus, nor does the bus duplicate 
that of the cars. Each offers a type of transportation 
to a class of riders distinctively its own. The electric 
railway gives what amounts to suburban service to the 
little municipalities through which it passes. The bus 


Rete re out of Youngstown, Ohio, the bus lines 


renders a high-speed de luxe service at a higher fare 
than the interurban fare, but which corresponds with 


that this second class of riders also prefers auto- 
mobile or equivalent transportation has resulted in the 
success of the coach company. 

The peak period for bus transportation starts a little 
before noon and extends until 6 p.m. For a while the 
headway was 15 minutes in this period, but within the 
last few months it has been changed to 20 minutes 
during the afternoon. This was necessary because of 
the decreased riding as a result of the business depres- 
sion which is showing effects on the steel industry in 
the adjacent valleys. The flexibility of the bus was 
demonstrated, as it was possible to make the change 
in service without elaborate changes in running time 
and track sidings such as are usually necessary on 
single-track railway lines. 

By watching the report of the transportation de- 


Left—tIlluminated Shield of the Pennsylvania-Ohio Coach Lines Ad yertises the Waiting Room at the Central Square, Youngstown, Ohio? 
Right—23 Sedan Type Buses Operate Over Three Routes E <tending from Youngstown to Akron, Warren and Sharon 


the service rendered. By these two means of trans- 
portation both classes of riders, the through passenger 
who prefers a high-grade ride regardless of the fare 
and the local passenger with whom the fare is an 
important item, are served. 


Busgs APPEAL TO A NEW CLASS OF RIDERS 


Scheduling bus operation follows closely the methods 
used in railway practice. A _ half-hourly headway 
throughout the entire day was established on the 
Youngstown-Warren line at the start. Designed to 
eliminate competition, it was thought that this head- 
way would be adequate even after competitive buses 
Were removed. However, the service built up a busi- 
ness which could not be handled on a_half-hourly 
schedule and the headway was decreased. An analysis 
showed that there were two classes of riders between 
the two towns. The working class, a group of men 
employed in the mills, and the salesman and shopper 
class make up the passengers. It is the latter class— 


_ salesmen and shoppers—who ride the buses, desiring a 


comfortable ride regardless of the price. The fact 


partment showing the passengers carried by each bus 
on each trip, it is possible to stabilize the load factor 
by taking off or adding a trip any time when conditions 
warrant such a change. 

Before bus operation was attempted conditions on 
the interurban lines were bad. It was found that 
although the company was giving too much service 
the people were not riding. Careful checks were made 
of conditions to determine the cause. At that time 
five competitive buses were operating between Youngs- 
town and Warren. The type and number of passengers 
carried by these lines were observed and_ similar 
checks made of the steam railroad passengers. This 
latter check disclosed that people would wait for 
a steam train rather than ride the electric line. 
Sometimes the wait would be almost as long as 
the entire running time of the trip on the inter- 
urban. Moreover, the steam road fare was consid- 
erably higher than that charged on the interurban 
line. ‘The buses were also carrying a heavy load at 
a fare in excess of the interurban fare. These two 
facts convinced the railway management that there 
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was a class of people who wanted a service other 
than that being furnished by the electric railway. 


COACHES USED TO GIVE A NEW SERVICE 


To obtain this patronage better equipment than 
that used by the competitive bus lines would have to 
be placed in service at a fare much higher than either 
the competitive bus fare or the interurban fare. 
Entry into the bus business was made Aug. 1, 1922, 
prior to the passage of the Ohio bus law, which now 
requires a certificate of necessity and convenience be- 
fore bus operation can be started. To meet competi- 
tion with a coach service which would leave nothing 
to be desired in the way of adequate transportation 
accommodations, a sedan type of body was employed, 
mounted on a White Model 50 chassis. This body was 
designed to include the latest practices found in motor 
bus construction. 

With this equipment all competition on through lines 
was eliminated within two months, or by Oct. 1, 1922. 
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and the regular patrons would be inclined to curtail 
expenses by using the cheaper means of transportation. 

One of the principal factors in the success of the 
bus operation is that reserved seats may be obtained in 
any of the buses as much as three hours in advance of 
the time of departure. A seat chart is kept in the 
ticket office at Youngstown. As the tickets are sold, 
a notation is made on the chart to indicate that a 
seat is reserved. At the time the ticket is issued it 
is stamped with the date, leaving time and point of 
departure of the coach. No more passengers are booked 
for the trip after 18 tickets have been sold. Those desir- | 
ing transportation must therefore wait for the depar- 
ture of the next bus. By this reserved seat method 
each passenger is assured of a seat. It has become the 
practice for passengers to make arrangements for re- 
turn transportation immediately upon arrival in 
Youngstown. The chart used is large enough to accom- 
modate all of the runs leaving the Youngstown terminal 
in one day and merely indicates the number of seats 
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A Record of the Number of Tickets Sold for Each Trip Is Kept in the Ticket Booth at Each Terminal. 


de on Coach 


The Ticket Is Issued by a 


National Cash Register and Is Filled Out by the Agent 


While the company felt certain it knew the reason 
for the increased riding on the bus line, a check was 
made of passengers to find out why they preferred it. 
The majority of the many riders interviewed in regard 
to this question gave as their opinion that inasmuch 
as the route was through the country it was far more 
pleasant to ride on the bus. A second reason was that 
they objected to waiting on a siding for an opposing 
car to pass. While in many places the buses do not 
travel at as high a rate of speed as the interurban 
cars, the fact that waits occur at sidings and at several 
street corners in the small towns annoys the passen- 
gers to such an extent that they become disgusted 
with the interurban car service. 

After bus service had been rendered for a year and 
two months new interurban cars of the latest design 
were placed in service on two of the interurban lines, 
the one to Newcastle and the other to Sharon, A better 
schedule was inaugurated with an increased car mile- 
age of 25 per cent. This improved service immediately 
showed results by increased riding on the railway, and 
had it not been for the industrial depression which 
became apparent in January, 1924, the riding this 
year would have shown a decided increase over that 
of last year. As it is, the coach business on the Sharon 
line shows a decided decrease over last year and 
the interurban business to a lesser extent than it 
would if it had not been for the new cars. This con- 
dition is what would be expected inasmuch as the bus 
service is at a higher rate of fare than on the cars 


available on each bus; that is, 18, with no designation 
as to which seat is reserved. While passengers must 
wait for the following bus on the Warren or Sharon 
line after one has been completely sold out, this would 
cause considerable inconvenience to the passengers 
on the’ Akron line, which operates on an _ hourly 
schedule. On this run an extra bus follows the regular 
if the overload is sufficient to warrant the additional 
expense. 

The tickets are issued by means of a National cash 
register, the time of departure and destination points 
being written on the proper blank lines by the ticket 
agent. An interesting feature of the ticket vending 
machine is that it tabulates the receipts for each day 
for each of the three routes out of Youngstown, also 
indicating the number of tickets sold. 

Although the Sharon and Warren lines of the inter- 
urban are paralleled by the bus routes, the interurban 
line to Newcastle, Pa., has no corresponding route. 
This is’ because the line has never suffered bus com- 
petition, and the patronage clearly indicates that 
adequate transportation is being furnished. With the 
Ohio bus law in effect, and the question of bus routes 
in the hands of the Public Utility Commission, there is 
little chance of the commission granting to any bus 
operator the privilege of.operating between Youngs- 
town and Newcastle. The railway company does not 
feel that it is necessary to install bus service between 
these two towns at the present time. 

Figures indicate that the interurban bus operation 
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as conducted by the Pennsylvania-Ohio Electric Com- 
pany is successful and is satisfactory from the stand- 
point of operating income. The cost of operation is 
about the same as for city bus operation. With the 
high state of development reached by the Pennsylvania- 
Ohio Coach Lines Company, operating expenses, includ- 


ing depreciation, taxes and interest on the investment 


are approximately 27 cents per mile. It has been 
found that:the desirable business is terminal-to-terminal 
traffic, with a 50 per cent load factor necessary for 
successful operation. 


LUXURIOUS VEHICLES FACTOR IN SUCCESS 


Distribution of vehicles over the routes has been 
made with a view toward supplying an emergency bus 
should the occasion demand. Assigned to the Youngs- 
town-Warren line are nine buses with a seating ca- 
pacity for 18 passengers each, while 
six buses are scheduled. On the 
Youngstown-Sharon line three buses 
of the same capacity are available, 
while the base schedule requires only 
two. Because the Youngstown- 
Akron line is 50 miles long, eleven 
18-passenger buses are available, al- 
though the base schedule only re- 
quires six. On account of the neces- 
sity of maintaining headways, a bus 
is available at all times at each end, in 
order that it may pull out on time, 
should the incoming bus be delayed. 
One of the features of the Youngs- 
town-Akron line is the establishment 
of a rest or comfort station at Lake 
Milton, 14 hours ride out of Youngs- 
town, and a 1-hour ride out of Akron. 
A 5-minute layover is made at this 
lake in order to break the ride up into two parts so as to 
relieve the strain on the passengers and the driver. 

In designing the bus an attempt has been made to 
have it appear as much like a private automobile as 
possible. This principle has been carried out in the 
body design, while the exterior has been painted a 
dark blue. It is felt that extremely gaudy colors 
are not suitable inasmuch as a man would not have 
the same colors on a private automobile. The insignia 
of the P-O Coach Lines Company is in red and gold 
on the front door on each side of the bus. While 
conspicuous enough, it is not overly pretentious. The 
interior is finished with the latest appointments, with 
genuine blue leather upholstering on the seats and 
Pullman car carpet on the floor. The hardware is of 
polished aluminum. The whole vehicle gives one the im- 
pression of a luxuriously appointed private automobile. 

A glass partition separates the driver’s vestibule 
from the body proper. It is arranged to slide open 
in order to aid ventilation. The driver’s compartment 
contains only the driver’s seat, no provision being made 
for carrying passengers in this space. The space to 
the right of the driver’s seat is often used for carry- 
ing hand baggage or small packages which are the 
property of the passengers. Ample baggage carrying 
accommodations are provided at the rear by an in- 
closed dust-proof compartment projecting beyond the 
body. On the short Warren and Sharon routes the 
usual amount of hand baggage is accommodated in the 
Space adjacent to the driver’s seat. On the Akron 
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line, however, fully two-thirds of the passengers carry 
hand luggage and it is an important detail of the 
service to furnish accommodations for this amount of 
baggage. A check is given by the driver when the 
hand baggage is received from the passenger and de- 
posited in the luggage carrier at the rear. 

_ To maintain the high grade of service, such as is 
rendered by this type of vehicle, it has been found 
necessary to have the body rebuilding done at the 
plant of the body builder—Bender’s, in Cleveland. 
Consequently a number of the buses have made one 
or two trips to Cleveland since operation started in 
order to be completely rebuilt and reconditioned for 
service. No hard-and-fast rules exist to determine the 
time for- rebuilding or the reason why some buses 
need more attention than others. The characteristics 
of the service and the type of passengers may have 
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However, 


No Supplementary Service 


considerable to do with the wear and tear on the 
coach body, but it appears that some bodies require 
more attention than others. 


GARAGE FACILITIES WITHIN BUSINESS DISTRICT 
OF YOUNGSTOWN 


Within a few blocks of the business district of 
Youngstown is located the garage of the Pennsylvania- 
Ohio Coach Lines Company, which is entirely separate 
from the garage used by the Youngstown Municipal 
Railway city bus service. The building used by the 
interurban bus line was formerly an auditorium used 
by the city of Youngstown for exhibits and entertain- 
ments. Only one-half of the space is used for maintain- 
ing the buses, the other half being used by the road and 
line departments of the Pennsylvania-Ohio Electric 
Company. These departments of the railway have 
several motor-driven vehicles which are used in con- 
junction with the usual track and line maintenance. 

Maintenance work on the buses is directed by the 
superintendent of the garage, who has jurisdiction over 
the foremen and the regular garage repair men. The 
details of maintenance and inspection include no un- 
usual features. A bus is not torn down at any pre- 
determined regular period, but general overhauling 
takes place when something goes wrong or when the 
general inspection shows that some unit should be 
changed. An indication that it is time to replace the 
engine is given by the oil consumption. When this 
increases to a point where only 50 miles are made per 
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quart of oil the engine is removed and either rebored 
or fitted with new piston rings. 

The performance of buses is very carefully watched 
by the superintendent of the garage not only for the 
oil consumption but in regard to gasoline consumption 
and general performance of the vehicle. The record 
form used is ruled so as to make it convenient to 
tabulate the miles per day, gasoline consumption, oil 
consumption, battery changes, tire changes and other 
details of operation. 


TIRE REPAIRS AND BUS REBUILDING ARE 
DONE OUTSIDE 


No attempt is made to rebuild any of the units 
within the garage. Although assembling the various 
units and installing them in the chassis is part of the 
garage work, all of the rebuilding is done by outside 
specialists who have facilities to do a better job and 
far cheaper than would be possible in the garage. © 

Tires and tire maintenance are handled through the 
General Tire & Rubber Company, with which the coach 
line has a contract. A detail of this agreement includes 
complete care of tires ata flat rate per mile of use. This 
rate is based on the yearly mileage as established by 
the buses and decreases or increases inversely as the 
mileage. The tire company’s agent in Youngstown 
provides a service truck and makes tire changes on the 
rear wheels when the coaches pull into Youngstown. 
If a front wheel tire is punctured it has been neces- 
sary in the past for the driver to place the spare in 
service. However, within the last few months arrange- 
ments have been established through the tire agency 
in Youngstown with tire agencies in the intervening 
towns, so that a driver may call up for help from the 
nearest service station. The driver is not encouraged 
to make tire changes inasmuch as it soils his uniform 
and is apt to try his patience. 

Additional accommodations for the bus passengers 
have been provided at Youngstown, Ohio, with the 
opening of a new station a few doors north of the 
former union bus depot. This new waiting room is 
operated by the P-O Coach Lines Company. Waiting 
room privileges are leased to independent lines which 
form connecting links in the chain of bus operation 
through northern Ohio. 


Distinctive Sign to Mark Bus Stop 


HEN the Middlesex & Boston Street Railway re- 

cently commenced bus operation, one of the first 
difficulties anticipated was the lack of any self-evident 
indication of the existence 
of a bus route on a partic- 
ular street: The presence 
of electric railways is al- 
ways shown by the tracks 
in the streets and the trol- 
ley wire overhead. On the 
other hand a stranger in 
town has no way of telling 
whether or not a bus line is 
operated by the point where 
he may be standing. To 
overcome this difficulty the 
railway plans to place signs such as shown in the 
accompanying illustration on convenient telephone or 
telegraph poles wherever stops are to be made along its 
bus routes. These are simply stamped out of metal at 


This Simple Sign Indicates the 
Presence of a Bus Route 


the railway shop in a shape roughly similar to that of a 
bus and painted red with yellow letters. An L-shaped 
piece of 3-in. steel is used to give rigidity. 


New Line at Reading, Pa. 


Locally Owned but Operated by Existing Railway— 
Road Will Cost About $30,000 Less than Expected 
and Be in Operation Ahead of Time Scheduled 


N EXAMPLE of what may be accomplished when 
a municipality, its public utilities and the people 
they serve work together for the greatest benefit of 
all is now taking place in Reading, Pa., a city of 
125,000 population. The example consists of the con- 
struction of an extension to the street railway system 
of the Reading Transit & Light Company. It is almost 
8 miles in length and extends into a rapidly growing 
section of the city. < 
An interesting feature of the project is that it has 


Mayor, Members of City Council and Transit Companies’ Officials 
at the Start of Ground Breaking Ceremonies for 
New Street Car Line in Reading, Pa, 


been completely financed by a company organized among 
the people of the territory to be served. A local bank 
was made the depository for stock subscriptions and 
its president and treasurer accepted similar offices in 
the new company. A committee of citizens attended to 
all the details of obtaining a.franchise from the City 
Council and a charter from the state. There was a 
public ground breaking, at which the Mayor and mem- 
bers of City Council turned the first spadeful of earth. 

A motion picture of the ceremony was made free of 
cost and shown in the leading theaters of the city for 
two weeks. 

The road is being built at cost by the Reading Tran- 
sit & Light Company, which has leased it from the 
owner, the Northeastern Street Railway, for a term 
of 999 years, at a rental equivalent to 7 per cent in- 
terest on the cost of the road, which was slightly in 
excess of $200,000. The cost is equal to the amount 
of stock outstanding, not a share being issued beyond 
what was necessary to pay the cost. 

Since: the Reading Transit Company is paying 7 per 
cent on the cost of the road, it was to its interest to 
do the job at a low cost and get it finished as rapidly 
as possible, especially since the rental went into effect 
when the lease was executed on July 1. It is expected 
now that the road will cost about $30,000 less than 
first estimated and be in operation the latter part of 
October instead of by Christmas. When the line is 
completed, in another few weeks, there will be another 
public celebration, with probably the Mayor operating 
the first car over the new line. 
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Getting Full Value 


from Hand Brakes on Air-Brake Cars 


As an Auxiliary to Air-Brake Equipments the Hand-Brake 
Parts Should be Designed and Maintained so that Full Braking 
Pressure, Equivalent to that Supplied by the Air-Brake Cylinder, 
Will Be Available Throughout the Entire Travel of the Piston 


By J. S. McWhirter 


Superintendent of Equipment Third Avenue Railway System, New York City 


\ , JHEN deciding on the proportion of levers and 
other brake-rigging parts in connection with 
the use of hand brakes on electric railway cars, 

the problem must be considered from one of two distinct 
angles, depending on whether the hand brakes are used 
as the sole means of braking the car or they are in- 
stalled on cars provided with air brakes, the hand-brake 
mechanism being used only as an auxiliary to the air- 
brake equipment. On account of their quick application 
and ease of operation, air brakes have become the 
standard means of braking electric railway cars. This 
article covers only the design of that type of hand 
brake used as an auxiliary to an air brake. 

The necessity for a hand brake for emergency use 
on cars equipped with air brakes arises from the fact 
that the air brakes occasionally become inoperative be- 
cause of burst or broken air pipes, frozen air, disabled 
compressor equipment and power supply failures. Hand 
brakes are also required when disabled cars are being 
towed over the road and when cars are left in storage 
or become stalled, especially on grades. Provision must 
be made so that a disabled air-brake car can be handled 
with absolute safety, and to insure this a wide braking 


' range is necessary. 


On account of the very great difference in the initial 
force available to make a satisfactory brake application 
by either of the two methods, the one using human 
effort and the other using the power developed by a 
motor-driven compressor, the speed of application by 
hand as compared with that when using air must neces- 
sarily be sacrificed in order to obtain the braking power 
and range of action required. 

In the design of a hand-brake layout for use as an 
‘auxiliary to an air brake, the arrangement of the levers 
between the brake cylinders and the’ brakeshoes is of 
little consequence except in so far as it affects the re- 
- sults to be obtained with the air brake. If the arrange- 
ment is such that satisfactory results can be obtained 
with the air brake, the application of hand-brake pull 
to the brake cylinder push rod, equivalent to that ob- 
tained from the air, will produce corresponding results 
It is important to design the brake rigging between 
the cylinder and the shoes so that full piston travel will 
be secured without fouling of the rigging members. 
_ If they foul before the full piston travel is obtained, 
the working range of both hand and air brake is af- 
fected. A release spring should be provided for the 
release of the hand brakes, and it should be independent 
of the means provided for the release of the parts of 
the equipment operated by air pressure. It is essential 
that the pressure applied by the hand brake shall remain 
uniform throughout the entire travel of the air cylinder 


i. 


piston. In this respect hand air brakes in use on many 
of the cars throughout the country today have proved 
unsatisfactory. 

It can be said, with credit to the industry, that there 
is a desire on the part of the managements of a ma- 
jority of the roads throughout the country to maintain 
hand brakes in good operating condition, and that an 
effort is being made to do so. Many of them fail in 


‘their effort, however, solely because they are struggling 


with hand-brake equipment of an improper design and 
with which it would be impossible to obtain satisfactory 
results. When failures occur many operating men have 
a tendency to place the blame for this failure on the 
mechanical department. On the other hand, the me- 
chanical department sometimes charges the failure to 
the operating department on the theory that the hand 
brakes are never tested or used and that consequently 
they get out of order through disuse. 

A hand brake which has been correctly designed and 
installed with adequate consideration of its use as an 
auxiliary to the air brake equipment will not become 
inoperative through disuse when properly maintained, 
and when operated in an emergency will give the service 
that is expected of it. Unfortunately there is, however, 
a property to be found here and there on which the 
value of the hand brake has been discounted to the point 
where it has been allowed to become wholely inoperative. 
In a few cases the operation of cars is permitted on 
which the hand brakes have been disconnected. To jeop- 
ardize the lives of passengers, employees and others by 
placing such cars in service, especially where they are 
operated in single units, is a condition which should not 
be allowed under any circumstances. 


HAND BRAKES SHOULD OPERATE WITH MAXIMUM 
PISTON TRAVEL 


As examples of the calculation and consideration 
which should be given to the proportioning of the 
various brake-rigging parts of hand brakes when ap- 
plied to air-brake cars, two diagrams illustrating typical 
brake studies are shown. The first of these is for a 
car equipped with an 8-in. brake cylinder and the second 
for an installation with a 12-in. brake cylinder. In the 
design of air-brake equipment, the usual practice is to 
provide for a maximum piston travel of 12 in. In 
order to prevent the hand brake from going out of 
commission as a result of excessive piston travel, or, in 
other words, to design a hand brake with a wider work- 
ing range than that of the air brake, it is recommended 
that in the design of the hand brake provision be made 
for a total piston travel or travel of the brake cylinder 
push rod of not less than 14 in. 
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The question may arise as to the necessity for provid- 
ing a working range of 12 in. for the air brake and 
14 in. for the hand brake, where the cars are equipped 
with slack adjusters which automatically keep the 
piston travel between 4 in. and 5.in. Also where cars 
are not equipped with slack adjusters it is the general 
practice to set the maximum piston travel at not more 
than 6 in. to 74 in. The answer is that in spite of care- 
ful maintenance slack adjusters will occasionally get out 
of order and permit of excessive piston travel. 

To simplify the diagrams the complete proportioning 
of parts has been worked out for a design employing 
sheaves. However, at the left in each diagram is shown 
an arrangement employing levers. The first point to 
be considered in the sheave design is to provide a wheel 
which will take up 14 in. of chain at the brake-cylinder 
pushrod. Experience has shown that a wheel of 53 in. 
diameter is the smallest that can be used to give the 
necessary satisfactory operation. -Referring to the first 
diagram, which is for an 8-in. brake cylinder with an 
average air pressure of 60 lb., the total pressure will 
be 3,015 lb. at the brake-cylinder pushrod. This is one 
of the constants of the problem. The other is the pres- 
sure applied at the brake handle. In this brake study 
the latter has been assumed at 50 lb. 


Four TYPES OF HAND BRAKES CONSIDERED 


The study has been made for four different types of 
hand brakes, designated by the letters A, B, C and D. 
Type A is the ordinary staff hand brake, B is a geared 
hand brake similar to the Peacock size A-B, C is a 
geared hand brake similar to the Peacock size E, and D 
is for the Peacock staffless brake. Now with 50 lb. 
applied to the brake staff of each of these types of 
brakes, it is found that the pull delivered to the hand- 
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diameters of the sheaves necessary to give this pres- 
sure are 23% in. for the type A brake, 214 in. for the 
type B brake, 12% in. for the type C brake and 152 in. 
for the type D brake. 


SoME HAND BRAKES HAVE INSUFFICIENT 
CHAIN TAKE-UP 


The next and most important part of the problem 
is to determine what movement of the brake-cylinder 
pushrod will be obtained when the entire length of 
chain has been taken up by the various types of 
hand brakes. In the first case, with the type A brake, 
the chain take-up of 28 in. will provide a maximum 
travel of the pushrod of but 6.3 in., beyond which point 
the hand brake is useless. In order to obtain 14 in. 
travel of the brake-cylinder pushrod, a total chain take- 
up of 62 in. would be required. Thus the use of this 
type of brake will result in a deficiency of 34 in. 
in the amount of chain take-up, or 55 per cent less 
than what is required. 

Similar calculations and analyses for the other three 
types of brakes have been made and are included in 
the table with each diagram. With the type B brake 
it is found that there is a-deficiency of chain take-up 
of 23 in., which is 42 per cent less than that needed. 
With the type C brake there is a surplus of 2 in. 
of chain take-up or 5.8 per cent more than is required. 
With the type D brake there is a surplus of 104 in. 
in chain take-up, which is 260 per cent more than the 
requirement. It is thus seen that the type C and 
type D brakes are the only ones that could be used with 
this particular equipment and provide the safety of 
operation that is necessary for a hand brake to be used 
as an auxiliary to the air-brake mechanism. 

The length of the brake handle used in these calcula- 


» ‘Travel obtained by » { dandbrake D will apply brakes to full limit at 
Mt t<-handbrake D-----? Ate wheel F (which 1s designed for_/4"piston travel) 
>| /4 te fr GLE with @ surplus chain take-up of 104" 
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Note :- By using a 20" handwheel in place 
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Average air pressure 60lb. 
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brake chain, and the dHameter of the sheave wheel can be reduced ro lé¢ 


Hand Brake Layouts fer Cars with 8-In. Brake Cylinders 


Chain 
Maximum Pull 
Chain Required | Maximum 
Pull Pull by Hand Travel 
i Delivered Obtained Brake of Deficiency 
Designated by Braking by for 14 In Push Rod Surplus of 
Type of Hand Brake y Hand Power ‘Hand Push Rod at ain Chain 
Letter Brake at E Brake Travel Point E Take-Up Take-Up Remarks 
Ordinary staff....... A 685 lb 3,015 |b. 28 in. 62 in. Fae Bs 0st all Wie, oe 34 in 55 per cent less than required 
Peacock, size A-B.... B 767 lb 3,015 lb. 32 in. 55 in. 8... inser 23 in 42 per cent less than required 
Peacock, size E...... Cc 1,263 lb 3,015 |b. 36 in. 34 in. 14.+ in. Dane wll, eae 5.8 per cent more than required 
Peacock, staffless..... D 1,066 lb 3,015 lb. 144 in. 40 in. 14.+ in 1045. Bile ee ee 260 per cent more than required 


brake chain is respectively 685 lb., 767 lb., 1,263 lb., and 
1,066 lb. The maximum chain take-up for the different 
types of brakes is 28 in., 32 in., 36 in. and 144 in. 
respectively. By knowing the pull on the brake chains 
and the total pressure at the brake cylinder, the neces- 
sary diameter of the sheaves to deliver 3,015 lb. at 
the brake-cylinder pushrod can be calculated. The 


tions has been taken as 12 in. and the diameter of the 
hand wheel with the type D brakes as 16 in. Of course 
a different length of brake handle or a different 
diameter wheel will give different results. Thus, with a 
20-in. hand wheel in place of the 16-in. wheel, a pull 
of 1,333 Ib. is obtained on the brake chain and the 
diameter of the sheave can be reduced to 12% in. The 


September 18, 1924 ELECTRIC RAI 
pressure of 50 lb. assumed on the brake staff has been 
decided on as satisfactory for the braking of a light 
car. The various sheave diameters obtained, of course, 
only illustrate theoretical conditions, as it would be 
impossible to install sheaves of a diameter as large as 
that found necessary in the majority of these studies. 
The second diagram illustrates a similar study made 
for a car equipped with a 12-in. brake cylinder. In’ 
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negligence, in case of an accident resulting in the loss 
of human life, which could have been prevented with 
a hand-brake equipment of proper design? 

A simple test to determine the working range of a 
hand brake is to slack off the brakeshoes sufficiently to 
permit a piston travel of 12 in. or more at the brake 
cylinder and then to apply the hand brake. If the 
pushrod cannot be pulled beyond the maximum travel 
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Hand Brake Layouts for Cars with 12-In. Brake Cylinders 


Chain 
Maximum Pull 
Chain Required | Maximum 
Pull Pull by Hand Travel 
Delivered Obtained Brake ° Deficiency 
Designated. by Braking by for 14In. | Push Rod Surplus of 
by Hand Power Hand Push Rod at Chain Chain 
Type of Hand Brake Letter Brake at E Brake Travel Point E Take-Up Take-Up Remarks 
Ordinary staff....... A 685 lb 6,780 lb. 28 in 139 in, DeGuise Ware ae 111 in 80 per cent less than required 
Peacock, size A-B.... B 767 lb 6,780 lb. 32 in 124 in. BAC iot te Mihm Ae OAS 92 in 74 per cent less than required 
Peacock, size E...... Cc 1,263 lb. 6,780 lb. 36 in. 76 in BCS) Gees! | Been 40 in 53 per cent less than required 
Peacock, staffless... . D im 066 lb. 6,780 lb. 144 in. 90 in. 14,.+i1 in. DY jpbowek GO) Dinment, 60 per cent more than required 


this case, an average air pressure of 60 lb. gives a 
total pressure at the brake-cylinder pushrod of 6,780 
Ib. The study has been made for the same four types 
of brakes and the accompanying tabulation shows the 
results that will be obtained. With the type A brake 
the maximum travel of the pushrod is but 2.8 in., and 
there is a deficiency of chain take-up of 111 in., which 
is 80 per cent less than that required. With the type 
B brake the maximum travel of the pushrod is but 3.6 
in. and the deficiency of chain take-up is 92 in. or 74 
per cent. With the type C brake the maximum travel 
of the pushrod is 6.6. in., the deficiency of chain take- 
up is 40 in. or 53 per cent, and with the type D brake 
there is a surplus chain take-up, after giving the 
maximum travel of 14 in. at the brake rod, of 54 in. 
or 60 per cent more than is required. It is thus seen 
that only the last type of installation could be used 
satisfactorily with this air-brake equipment. 

The point that should be stressed in connection with 
this brake study is that no hand brake is safe for 
operation as an auxiliary to the air-brake equipment 
of a car which will not develop the full braking power, 
as provided by the air brakes, throughout and beyond 
the travel of the piston. Every operating official should 
- have a check made of the hand-brake equipment of his 
air-brake cars, in order to determine if it is adequate 
and safe, and should settle to his own satisfaction 
the following two questions: 

1. Is the hand-brake equipment, for which I am 
responsible, adequate and safe under all conditions, 
including long piston travel? If not, am I properly 
safeguarding the property intrusted to me by the 
owner? 

2. What is my position from the standpoint of 


of the piston the hand brake does not meet the require- 
ments as outlined. 

The two studies presented are those which have 
come under the writer’s supervision in connection with 
the installation of hand brakes on cars of the railway 
with which he is connected. It appears, however, that 
a more exhaustive study with recommendation in 
regard to hand-brake equipment could be made with 
profit, and it is suggested that perhaps this might be 
a subject for consideration of. the American Electric 
Railway Engineering Association, since it has a 
material bearing on both the safety and economy of 
electric car operation. 


Paris Subway Tickets Carry Advertising 


N CONFORMITY with a general disposition on the 
part of the French post office, county and municipal 
authorities, use is being made of every possible small 
advertising space. Telegrams carry an advertisement 


SCCeeeeeeegs seenssescssa 
A 


NIG@LAS 
FRESROELLES 


A N NOR D. kT (we) 


CO 
— 


2 143.% =A: 
a ™ 
vauane & $855 ET = 


Front and Back of Paris Subway 


! 
\ a 
! s 
\ H 
! = 
i} a 
} H 
e 
\ 2 


Vicket Showing Advertising 


of somebody’s soap and postage stamps have a flier 
attached calling attention to a bottled water. The 
Paris subway’s first-class tickets now carry the adver- 
tisement of a whole line of bottled goods on the reverse 
side, as shown in the accompanying illustration. 
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Effect of Automobiles on 
Interurban Traffie 


Twelve Years’ Records from Lexington Show that 
with Greatly Increased Motor Travel Railway 
Lines Are Holding Their Own 


LL realize that the tremendous increase in the num- 
ber of private automobiles has had an influence 
on the demand for electric railway transportation, but 
in very few instances have any statistics been compiled 
as to just what this influence is, or even the extent of 
automobile travel, except for counts in isolated cases on 
individual streets. There has been particular lack of 
data in regard to the extent of private automobile com- 
petition with interurban roads. ; 

An exception to this condition exists in the case of 
the interurban lines extending out of Lexington, Ky., 
as operated by the Kentucky Traction & Terminal Com- 
pany. There are four of these lines, as shown on the 
accompanying map. The highways leading out from 
Lexington to the cities served are paved with asphalt, 
the communities served are largely agricultural and 
prosperous, and the number of private automobiles in 
proportion to the population is large. 

Three tabulations have been made by the Kentucky 
Traction & Terminal Company of the automobile traffic 
passing over the main highways parallel to the four 
divisions shown on the map. One of these traffic counts 
has only recently been completed, having been made 
on June 27 and 28 for the period from 6:30 a.m. to 
6 p.m. and the average of these two days was taken; 
they were considered typical as regards traffic. A 
corresponding count extending over two days was made 
in August, 1921, and still an earlier one extending five 
days in August, 1912. In consequence, the company has 
records for each of these three years for two days in 
summer which are considered typical as regards the 
number of automobiles and number of passengers car- 
ried by them. The figures, with the corresponding 
figures of railway traffic, as based on the averages for 
the months mentioned, are given in the accompanying 
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Interurban Lines Extending Out of Lexington, Ky- 


table, except that on the Paris division it was 
impossible to make a check this year because the road 
was torn up and the traffic was diverted. The com- 
parison of the automobile figures on the Paris division 
between 1921 and 1912 does not differ greatly from 
those on the other divisions, as shown below: 


PARIS DIVISION 


Automobiles Passenge’s 
August, 1921. .-47- Se TeO OCR 779 1958 
Bu custs Ho le cess ete meals sate ote 120 411 
Increase 1921 over 1912, per cent 550 375 


It will be noted from the large table that for the 
three divisions where statistics are given the railway 
gross revenue for 1924 as compared with 1912 is less 
by 6 per cent and the number of passengers by 28 
per cent, while the number of trips per day increased 
8 per cent. This increase in number of trips is owing 
to the use of one-man interurban cars, the company be- 
ing one of the pioneers in the use of the light-weight 
interurban safety car.. 

The total increase in travel on the three lines shown, 
including both electric railway and automobile, is very 
noticeable. Practically all of this increase has gone 
to the automobile, the railway just about holding its 
own in regard to traffic. To what extent this will con- 
tinue in the future it is impossible to say. 


REVENUE, PASSENGER AND AUTOMOBILE DATA, KENTUCKY TRACTION & TERMINAL COMPANY 


Average Average 
Passenger Passengers 

‘ peeve Coed 
a. 

Versailles Division Eta a 
June, 1924 everare, sen: vats ann are $192.13 726 
August, 1921, average. 232.56 297. 
217.64 1,509 
17 37, 52.0 
17.3 44.5 
6.7 14.1 
141.03 748 
112.16 606 
147.16 812 
pa 7.9 
25.7 23.4 
23.8- 25.4 

Nicholasville Division 

June, 1924, average... 127.36 763 
August, 1921, average. 123.59 646 
August, 1912, average............ 126.76 800 
Increase* 1924 over 1912, per cent. 0.4 4.6 
Increase 1924 over 1921, percent. . 3.0 18.1 
Increase 1921 over 1912, percent................ 3.6 19.2 


Summary—Versailles, Georgetown and Nicholasville Divisions 


Jane, [924 iaverage saan. cane iat mee eae 460.52 2,237 
August, 192) averages o-cece see nomenon 468.31 2,549 
August, {92raverage ech oe ee es 491.56 3,121 
Increase* 1924 over 1912, percent............... 6.3 28.6 
Increase 1924 over 1921, percent...........-...0 Dee 12.3 
Increase 1921 over 1912, percent.............e0 fare 18.4 


Note 1. The same dates were used in making up the interurban data for com- 
parison with automobile checks, 

Note 2. Interurban rates in effect month of August, 1912—Cash and ticket 
fares 0.02 per mile; mileage books 1.5 cents per mile. Rates in effect August, 


Railway Statistics —————————_,_ 


Automobile Statistics —————, 


Average No. Average 
Single Trips Number Average Average Average 
Operated Passengers Automobiles Passengers Passengers 

per Day per Trip per Day per Day _— per Automobile 

33 ae 1,181 2,654 2 

26 46 598 1,405 2 

30 50 71 246 3 

9.0 56.0 1,560 978 33.3 

27.0 52.3 97 88 see 

13.3 8.0 742 470 83.3 

32 23 751 1,586 2 

24 25 442 1,066 2 

28 29 4 108 3 

14.2 26.0 1,731 1,368 83.3 

33.3 8.0 69 48 ante 

16.6 13.8 977 888 383.3 

32 23 882 1,876 2 

22 29 502 1,191 2 

30 27 59 170 3 

6.7 14.8 1,395 "6 1,004 83.3 

45.0 22.2 57 Fears 

26.6 7.4 752 600 83.3 

97 68 2,814 6,116 2 

ae, 100 1,542 3,662 2 

88 106 171 524 S 

9 85.8 1,545 1,067.1 33.3 

25.0 82.0 8224 67.0 aes 

, 18.2% 6.0 801.7 598.8 83.3 


1921—Cash and ticket fares 0.03 per mile; mileage book 0.03 per mile. Rates in 


effect June, 1924—Cash fare 3,25 cents per mile; ticket rate 0.03 per mile. 


* Ttalic indicates decrease. 
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i Modernizing Employment Methods 


Based on Experience in Many Differing Lines of Industry, Some Factors that Must Be 
Taken Into Account in Selecting Men Are Pointed Out—General Interviews and 
Physical Examination Do Not Give an Indication of Reactions of the 
Man When Operating Vehicles Under Traffic Conditions 


By Dr. A. J. Snow 


Department of Applied Psychology, Northwestern University 
Consulting Psychologist to John Lucas Company, A Stein & Company, 
Hart, Schaffner & Marx, National Association of Taxicab Owners 


NALYSIS of the qualities re- 
A quired in employees for various 
classes of work makes it possi- 
ble to rate applicants in accordance 
with their physical and mental fitness 
for the particular job to be filled. 
Such an analysis soon shows that the 
general “sizing up” of an applicant in 
an interview is a very unreliable 
method of selecting men to handle 
vehicles in congested city streets. 
“Intelligence,” which is used as a 
general term by employment depart- 
ment heads to indicate mental alert- 
ness in an interview, has been shown 
to be no fair measure of an applicant’s 
qualifications for certain types of 
work, particularly where this calls for 
regular performance of routine duties. 
Although an electric railway motor- 
man or a bus or cab driver must pos- 
sess “intelligence” to a degree which 
assures proper interpretation and exe- 
cution of orders, and must also possess 
good “judgment,” it has been shown by tests in other 
industries that general “sizing up” in an interview is no 
accurate measure of these qualities, and also that the 
employment of applicants in routine work for which 
they are too highly developed may result in a high 
rate of labor turnover. 


GENERAL INTERVIEW IS MISLEADING 


It may come as a matter of surprise to many em- 
ployers that intelligence is by no means the great 
requisite in selecting men for every job. Ask most 
superintendents or personnel managers what kind of 
man they would prefer for any position and they will 
answer at once: “The most intelligent man I can get 
for the money,” the necessary technical training being 
assumed, of course. But if you question the employer 
further as to just what sort of intelligence he wants 
to hire, you are likely to get little more than a sur- 
prised stare. He hires the “most intelligent’ man, 
and a few weeks later either the man quits or he makes 
a costly error which results in his discharge. Then 
the employer says that he “got fooled” on that man. 
He wasn’t so intelligent after all. I do not assert 
that such employment mishaps can be eliminated 
entirely by applying psychological principles to hiring. 
But I have no hesitation in saying that they can be 
cut down to such an extent as to make large savings 
in labor turnover. 

There are many places in almost every line of in- 


A Test for Reaction in Emergency 


Inclosed in a small darkened cabinet, the subject is required to carry out 
certain instructions when startled by a sudden electric flash 


dustry where too much intelligence is certain to promote 
a high turnover of labor... Take the motorman, for 
instance. Only after a thorough study of his job can 
all of the requisites to fill it be determined. But it 
must be apparent offhand that a very high degree of 
intelligence is not only unnecessary but actually proves 
a source of loss to the employer. A highly intelligent 
man will not remain permanently at the controller. 
Sooner or later the company will have to train a new 
man for his place, at whatever expense might be 
attendant upon such an operation. I am certain it will 
be agreed that a motorman or bus driver needs (1) 
enough intelligence to understand ordinary instruc- 
tions, (2) a strong sense of caution and responsibility 
and (8) quick comprehension of dangerous situations 
and instant muscular reaction to them. Possibly other 
requisites would be revealed after study, but suppose 
we assume the foregoing to be complete. 

How many employers could interview an applicant 
and determine whether he possessed the above qualifica- 
tions? Certainly a prospective employee could not be 
assumed to have all of them merely because he gave 
evidence of being “highly intelligent.” Suppose, for 
instance, the man appears to be very alert mentally. If 
he is too alert there may be danger that the routine 
and constantly recurring duties of the motorman’s job 
will fail to hold his attention. His mentality, being 
considerably beyond the requirements of his work, 
easily wanders away from it and a bad accident is the 
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result. A mind, however, which is just about equal 
_ to the job has to be concentrated upon it and constitutes 
a much better type of mind to hire for that motorman’s 
place. Of course if the alert man possesses good 
powers of concentration the danger is largely elimi- 
nated. But as I have said before, feeling himself fitted 
for a better paying position, he is unwilling to remain 
a motorman long and soon seeks a change from the 
place which his employer had trained him to fill. 

Now suppose the intelligent man were habitually or 
by nature careless. There can be no dispute as to his 
undesirability as a motorman. He would not be on 
his guard in dangerous traffic. His stops and starts 


The Caution and Judgment Test 
The method in which the subject transfers a group of familiar 
objects to the three small tables shown indicates both his sense of 
caution and the judgment which he is capable of exercising. 


would be rough and he would have a tendency to be 
careless in regard to the safety of passengers. In a 
hundred ways he would unconsciously fail to heed the 
safety rules laid down by the company. And a person 
can be highly intelligent and at the same time entirely 
lacking in caution. Can any of this be determined 
by an interview? 

The third quality of quick reaction to dangerous 
situations is one which is ingrained in a man. If he 
chasn’t got it you can’t do much about it. Further- 
more, you can’t discover whether he has it merely by 
talking to him. He may be highly intelligent and lack 
this reaction altogether, or be stupid in many ways 
and have it to a high degree. At any rate, the man 
who reacts slowly or improperly to dangerous situations 
is certainly unsafe in control of any conveyance in 
which human beings are riding. Confronted with a 
sudden emergency, he fails to utilize the safety devices 
that are provided for just such situations, and on ques- 
tioning he says, “The brakes or the reverse didn’t 
work.” And let me repeat, his bearing in the employ- 
ment interview does not reveal this. It is imbedded 
deep in his nervous system. It shows up only by a test 
under conditions similar to but not identical with those 
he will encounter on the job. 
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Encouraging advances have recently been made in 
devising methods of testing applicants for these specific 
qualities. The object, of course, is to weed out misfits 
at the start—to select men whose mental and nervous 
make-up is such that they will have low accident 
records. One particular field in which considerable 
work along this line is being done at the present time 
is that of taxicab operation. The National Associa- 
tion of Taxicab Owners, during the last six months, 
has been working out a series of tests which already 
have proved their utility in determining whether a 
man is safe to trust at the steering wheel of a motor 
car. The results obtained have checked with remark- 
able accuracy against the accident records of several. 
hundred of these men who have been professional 
chauffeurs for a number of years in Chicago. It has 
been found to make no difference whether the subject 
of the test has ever driven a car or not. The qualities 
which he needs—intelligence, caution and quick nervous 
reaction to the needs of emergencies—are not attributes 
which come with training. Either the man has them 
at the start or he hasn’t them. The experienced man, 
if he is a misfit, is as likely to show up poorly in the 
test as the green man. If he-does so, his record card 
will usually show that he has a poor accident record. 
When the green man shows up poorly he had better 
not be hired; he will accumulate a bad accident record, 
with consequent expense to his employers. 


CAUTION AND JUDGMENT CAN BE MEASURED 


In some of these tests which have been carried on in 
Chicago the factor of intelligence was determined by 
methods which correspond in a general way with the 
United States Army intelligence tests, but which were 
adapted to what was considered the requirements of 
the transportation business. The results reveal whether 
the man has good memory, perception, attention, learn- 
ing, arithmetical knowledge, reasoning powers and 
ability to follow directions. 

One of the accompanying illustrations shows a 
method of testing the driver’s caution and judgment. 
He is given a set of widely varying objects to trans- 
fer from one place to several other locations as quickly 
as he can, arranging them in the new places as he 
thinks best. It may be said that the manner in which 
the objects are handled and placed reveals to a sur- 
prising degree the quality of the candidate’s judgment 
and detects any tendency toward carelessness. Many 
men appear to be careful enough when under the eye 
of a superior, but the test indicates whether he is so 
constituted by nature. 

As shown in the ‘illustration, the. apparatus seems 
simple enough. The kitchen table in the far corner 
bears miscellaneous objects met with every day. The 
round-topped table nearest it carries a lighted candle 
and is so balanced that it will not support a heavy 
object on one side without upsetting. The next table 
bears'a pan of water and the one in the foreground 
has rickety legs which prevent it ffom remaining level 
and cause it to fall over easily. The subject is in- 
structed to take the objects from the kitchen table 
and place them upon the three other tables as quickly 
as possible and in any arrangement he chooses. In 
the illustration he has already put a package of butter 
upon the very rickety table and an electric light globe 
in the pan’ of water; he has put a sack of salt beside 
the lighted candle and is laying an egg upon this table 
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with one hand, while in the other he holds a bottle 
marked “gasoline” as he tries to determine a proper 
resting place for it. Other objects on the far table 
must be similarly transferred to the three others. 

Some subjects have been known to put the eggs upon 
the very rickety table, the salt in the pan of water 
and the gasoline bottle directly beside the lighted: 
eandle. The locations selected for the various objects 
and the time taken to place them determine the grade 
given the subject in this test. 


TESTING FOR REACTION IN EMERGENCY 


In the illustration on page 387 the subject is tested 
for quick action in an emergency. He is seated in a 
small closed cabinet before a group of apparently com- 
plicated apparatus that is marked “dangerous” by con- 
spicuous tags. The cabinet is dark and he is required 
to carry out instructions by the light of a small pilot 
lamp. His left hand and left foot press down upon con- 
tact keys that keep electrical circuits closed (merely to 
indicate to the observers that he is retaining the proper 
position). His right foot also rests upon a contact 
key. He is instructed to insert the ends of the coiled 
wires into the binding posts shown, and then if any- 
thing unusual happens to remove his right foot from 
its contact key and quickly stamp down on a brake 
pedal which is pointed out to him. At the same time 
he must turn a small switch at the right of the board, 
but continue to hold down on the contact switches with 
his left foot and hand. 

As he proceeds to insert the wires in the binding 
posts a brilliant are suddenly leaps across the gap in 
the glass tube shown in the illustration. At the same 
time arcs also pass between the ends of the wires above 
his right hand and from a wire just above his left 
hand and he receives a slight electric shock. The time 
between the starting of these arcs and the completion 
of the instructions given for the right foot and hand 
indicate the time required to act in the emergency. 
Failure to keep the left hand and foot in the proper 
position also indicates whether or not the subject is 
able to retain control of all his muscles when the emer- 
gency occurs. 

Out of the hundreds of Chicago chauffeurs who have 


taken these tests 90 per cent of those who made poor 
grades were found to have unfavorable accident records 
upon the personnel cards of their employers. Con- 
versely, those who made good marks were found to 
have clean accident scores. Unquestionably, could the 
men who had the bad records have been eliminated by 
such a test before they were hired their employers 
would have been saved many thousands of dollars in 
damages and lost time. A final check is now being 
made among a group of 5,000 drivers preparatory to 
disseminating the methods of testing among the mem- 
bership of the National Association of Taxicab Owners. 

Railway operators already have recognized the prin- 
ciple of scientific employment to the extent that they 
‘already test for general health, eyesight, hearing, etc. 
By extending such examinations to include the specific 
mental and physical characteristics desired in platform 
employees, they can cut down their accident records 
and Jabor turnover still more. 

One word of caution is advisable. Such work must 
be carried out by experts who have given the subject 
of psychological selection of employees careful study. 


Most failures in the application of such methods are 


directly attributable to the employment of amateurs or 
novices in this work. Where proper experience is 
brought to bear in devising methods of selecting men 
for certain specific employment requirements results 
in a wide range of industries have been most gratifying. 


Sacramento’s Latest Type Cars 


NEW type of street car for Sacramento, Cal., has 

recently been put in operation by the Pacific Gas 
& Electric Company. These cars weigh 24,000 lb. and 
are of the largest type yet used in Sacramento. They 
are of the standard double-truck type, equipped with 
General Electric motors and Westinghouse air brakes. 
It is possible to operate them either as one-man or two- 
man cars. They cannot be started while passengers are 
boarding or leaving. 

The front doors can be operated either independently 
or together at the option of the motorman. The rear 
doors are also controlled by the motorman. An auxiliary 
valve on the outside makes it possible for a street col- 


Five Cars of This One-Man, Two-Man Type Have Just Been Put 


in Service in Sacramento 
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lector to operate the rear doors on a busy corner, per- 
mitting entrance from the front and rear at the same 
time. The seating arrangement has been designed to 
allow generous aisle spaces, the seats for half the length 
of the body on either side being longitudinal and the 
remainder of the cross type. 

The cars were manufactured by the American Car 
Company, St. Louis, and were delivered in Sacramento 
four months from the time of ordering. The five cars 
cost $56,650. 


3,000-Volt Locomotives for 
South African Railway 


Designed for Use on Narrow-Gage Line Three 75-Ton 
Units Are Coupled Together to Haul 
1,430-Ton Freight Trains 


LATE development in main-line railway electri- 

‘fication is that of the Glencoe to Pietermaritzburg 
section of the South African Railway. The section 
which is being electrified will have to deal chiefly with 
the hauling of heavy mineral traffic down to the coast. 
The track has a route mileage of 171 miles traversing 
very hilly country with long and difficult grades. It 
reaches an altitude of 5,000 ft.:above sea level and runs 
down to the 2,200 ft. level at Pietermaritzburg. In 
this latter portion of the line there is one grade which 
drops more than 1,350 ft. in a distance of 143 miles. 

The catenary overhead contact wire carries 3,000 
volts d.c. with track return. The power is converted at 
substations along the line, which are supplied by a 
three-phase overhead transmission system at 88,000 
volts, 50 cycles. 

In connection with this project the Metropolitan- 
Vickers Electrical Company, Ltd., is supplying 78 com- 
bined passenger and freight locomotives. In view of 
the limitations of the track, such as the gage, which 
is 3 ft. 6 in., a minimum radius of curve of 300 ft., the 
loads per axle, and the very heavy trains that have to 


be dealt with, a single locomotive unit is unsuitable. 
Consequently, three engines are coupled together, 
driven in multiple, and controlled from one driver’s cab. 
In normal working three locomotives haul a freight 
train of 1,430 short tons to Pietermaritzburg, and on 
the return trip one of 700 short tons. Wherever con- 
trol of speed on a down grade is necessary, this is done 
by the regenerative action of the locomotive alone. 
The leading dimensions of the locomotive are: 


Weight per driving axle... 4010.0. wsys oii a. legetontne 


37,300 Ib. 
Weight in working order, Sie. ccaen coe alae 149,200 Ib. 
Weight of mechanical portion:.... Sou. 3. inc de cle eae 88,250 lb. 
Weight of electrical portions) ..2 01 =. sexs n eee 60,950 Ib 
Type of locomotive d, cancocnim nite a nies arias tenis ant AA + AA 
CP: PMA rhe i, See ren ice Bosc are fac PE Shaye 3 ft. 6 in. 


Four 300-hp. motors 


Motor equipment, jsick aot ee cdroot a ee eee ene a 
A 1,200 hp. 


Total motor rating, one hour............. 
Tractive effort at one-hour rating, full fiel 


Tractive effort, maximum............... 40,000 Ib 
Tractive effort, continuous, full field...... 16,400 lb. 
Speed at one-hour rating, full field........ 21.5 m.p.h 
Speed at continuous rating, full field..................0. 23 m.p.h 
Maximum saféspéeeds jc rns teen cies om See, eee 45 m.p.h 


Traction system. aaciie dale ot erie ce ota eel reae keg RUS 


Brakes. «as sd vie Sadie tene ual ceeetese Bete, oa epee oer ote ea ne rae Compressed air 
43 ft. Bi 


Over-all length: xesteyes Sha inate Cena bee oes 8 in. 

Overall-height of body (pantograph down).............. 12 ft. 11.3 in 

Over-all widthiofi bod yer. coos whee te fe ektenemtere 9 ft. 2225 in 

Diameter.of driving) wheels... 67 s5.0.0 2a. dec ats se ose 4 ft. Oin. 

Fixed wheelbase: imscci acca hry cub catbne Sueteatee ny bere 9 ft. 3 in. 

Total wheelbase.........5......02 +0000 ROTATES ace 30 ft. Il in 
21 ft. 8in 


The body of the locomotive containing the electrical 
equipment and auxiliary gear is supported by two four- 
wheel trucks coupled together at their inner ends by an 
articulating joint. The buffing and draw gear, which is 
of the central type, is mounted directly on the trucks. 

The body of the locomotive is divided into five com- 
partments. There is a driver’s cab.at each end. In the 
center is situated the high-tension compartment contain- 
ing all the high-voltage control gear. The spaces 
between the high-tension compartment and the cabs at 
each end are occupied by the auxiliaries, which include 
two motor-generator sets, each coupled to a blower; a 
compressor; exhauster; reservoirs containing air for 
the brakes, low-tension control gear and pantographs, 
and low-tension switches; and contactors for controlling 


Two of the Locomotives for the South African Railway Coupled Together. Ordinarily Three Are Used to Haul Ore Trains 
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In the View at Left of the High-Tension Chamber the Cam Switch Group Can Be Seen. 


Motorman’s Cab May Be Seen at the Far End. 


the auxiliary gear. The sections of the roof above these 
compartments and the clerestory roof above the high- 
tension compartment are easily removed to lift out the 
heavy machinery and control gear. 

The vacuum brake system is used on all the rolling 
stock, but the locomotive brakes are operated by com- 
pressed air. 

The four main motors are of the series type, two 
connected permanently in series, thus having 1,500 volts 
“per commutator. They are rated at 300 hp. with full 
field on the one-hour test basis, corresponding to a speed 
of 21.5 m.p.h. with a gear ratio of 17/75 and 48-in. 
wheels. The magnet frame is cast in one piece and is 
octagonal in shape. The suspension of the motor is 
carried out by means of the axle bearings and a nose 
which is supported on rubber springs held in the sus- 
pension bracket on the truck transom. The motor has 
four poles with interpoles; a tap is made on the main 
field to give reduction in excitation. The motors are 
arranged for forced ventilation. Air enters at the com- 
mutator end through a flexible duct leading from the 
blowers and flows in parallel paths through the machine, 
leaving by means of openings at the pinion end. 

- Each locomotive has two pantograph collectors which 
are pneumatically operated through an electrically oper- 
ated valve controlled by a two-way switch in the driver’s 


cab. The driver has complete control over all- pan- ° 


tographs from one cab. 

Current is led through to the main equipment by way 
of the main control switches in the high-tension com- 
partment. The switches are pneumatically operated and 
have a normal contact pressure of 140 lb. These 
switches are arranged in two groups of 10 and 11 re- 
spectively, along the longitudinal center line of the loco- 
motive. These switches are operated by a double-ended 
piston carrying a rack which engages on a pinion fixed 
to the end of the cam shaft. The cam groups are used 
for the motor combination, forward and reverse, motor- 
ing and regenerating, and the weak field connections. 
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In the Foreground Is the 16-Kw. Motor-Generator 


Arranged above the unit switches are the resistance 
frames. They are of the cast-grid three-point suspen- 
sion type and the pressed-steel type, the latter being 
used for the stabilizing resistances and for the earlier 
steps of the accelerating resistance. 

The high-tension compartment also contains electro- 
magnetic contactors for starting up the motor-gener- 
ator sets, the auxiliary fuse groups, which are of the 
expulsion type, motor overload and over-voltage relays, 
stabilizing resistances and switches, and all other high- 
voltage gear. 

The master controllers have three independent drums 
on one central spindle. These drums are used for the 
motor combinations, series and parallel in-forward, and 
series in reverse, acceleration and regeneration re- 
spectively. Complete mechanical interlocking is adopted, 
no blow-out coils are required since the control is on 
a 100-volt circuit. The control equipment can be com- 
pletely isolated by a multi-point cut-out switch which 
is connected between the main terminal boards and the 
control equipment. 

Complete lighting is installed and is supplied from 
the 100-volt circuit which is fed by generator in parallel 
with a 100-volt battery. 

There are two motor-generators of 16-kw. and 28-kw. 
capacity respectively. The motors of both are similar, 
in having two distinct windings connected to a com- 
mutator at each end of the armature, the two being 
connected in series externally. The motor fields are in 
series on the low-tension side of the armatures and also 
with the series fields of the generators. The two motor- 
generators are connected in series to the 3,000-volt 
circuit. 

The 28-kw. set is used for exciting the fields of the 
main motors when in regeneration, and the 16-kw. set 
is used for supplying the control circuits, lights, ex- 
hauster, compressor and cab heaters and exciting the 
larger generator and maintaining the battery on charge 
through an automatic battery cut-out switch. 


392 


Tickets Used by 95 per Cent of Pay 
Passengers 


N UNUSUALLY large proportion of the passengers 
of the Cumberland County Power & Light Com- 
pany, Portland, Me., use tickets in paying fares on the 
street cars. The cash fare is 10 cents and the tickets 
are sold five for 40 cents. Transfers are free. Cash 
fares are paid largely by visitors in the city, which 
accounts for 
the fact that in 
winter tickets 
are used by ap- 
proximately 97 
per cent of the 
revenue pas- 
sengers, as 
compared with 
about 93 per 
cent in sum- 
mer. The plan 
of selling 
tickets has 
been in force for some four years with varying rates of 
fare, in each case a considerable reduction being obtain- 
able through the purchase of tickets. The type of ticket 
shown in the accompanying illustration, is transferable 
and is good until used. Distribution is obtained by sale 
on the cars and at the company’s office, which is at the 
principal transfer station in the center of the city. 
When presented for fare the conductor cancels one 
of the five numbered spaces with a special punch. The 
ticket fares are not recorded on the register, so that 
it is impossible to keep an accurate check on the oper- 
ators’ returns. It is stated, however, that with such a 
large proportion of ticket users there is little likelihood 
of loss to the company on account of dishonesty of the 
operators. Since most of the railway service is given 
with one-man cars, the extensive use of tickets has 
been of considerable assistance. 


CUMBERLAND COUIITY POWER & LIGHT CO, 


(PORTLAND RAILROAD CO.) 


5-RIDE TICKET 40 CENTS 


EACH COUPON ATTACHED res 
GOOD FOR ONE CONTINUOUS RIDE|, 
OF THREE FARE ZONES OR LESS 


Void when coupons are detached. 


Subject to conditions on other side. 
Conductor will lift this ticket when punching ont last ride. 


1450020 | sto “2: 


This Type of Ticket Is Popular Among the 
Car Riders in Portland, Me. 


Diagonal Tear-off Transfer Used 


in Bangor 


CONVENIENT form of tear-off transfer is in 

use on the lines of the Bangor Railway & Electric 
Company, Bangor, Me., where all cars except those on 
the Old Town line are one-man operated. This trans- 
fer has on the left-hand side a column in which are 
listed all the hours from 5 a.m. to 12 p.m. inclusive. 
These are divided by horizontal lines into groups of 


This Device Holds Transfers in Place and Acts as a Cutting 
Edge for Tearing Them Off 
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four. In a parallel column, 
on the right hand side, the 
figures 0, 15, 30, and 45 are 
printed in groups of four 
opposite the hours. 

The time limit of the 
transfer is indicated by the 
last numbers at the bottom, 
the remainder of the trans- 
fer being torn off. A diag- 
onal cutter has been arranged 
so that an adjustment as 
close as fifteen minutes is 
possible. Schedules are ar- 
ranged so that the cars of 
the several lines meet at the 
transfer points. The time 
shown on the transfer is 
therefore the time when the 
issuing car is due at the 
meeting point. 

Transfers are held in 
place under a thin piece of 
steel, about vs in. wide and_ 
vs in. thick, clamped fast 
by a set screw. The edge of this steel acts as a cutter 
when the transfers are torn off. No punching need 
be done when the transfers are issued and they can be 
torn from the pad without the operator looking at it. 
This arrangement has been found very useful on one- 
man cars. 

Each route operated by the railway has a transfer 
of a different color, purple, green, white, yellow, brown 
and red being used. The fact that the a.m. transfers 
are shorter than the p.m. transfers makes it easy to 
distinguish them at a glance and has prevented abuse 
of the transfer privilege. 
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|_ The Readers Forum 


British and Continental Rail Standards 


EpGAR ALLEN & COMPANY, LTD. 
SHEFFIELD, ENGLAND, Aug. 14, 1924. 
To the Editors: 

With your permission, I would like to make a few 
comments on the paper by Mr. d’Hoop, chief engineer 
of the Brussels Tramways, before the recent Interna- 
tional Tramways Congress in Paris and printed in ab- 
stract in your issue of July 19. 

In the first place, I do not agree with the remark: 
“The differences between the requirements of rails for 
electric railway and for steam railroad service are not 
realized by the manufacturers.” 

It is not the rail makers alone who determine the 
sections. These are decided by the standard commit- 
tees of the different countries where they exist, and 
they are responsible for the various alterations which 
are made in the sections. 

In this country the manufacturers are represented 
upon the standard committee, and there is no doubt that 
this has helped to evolve better sections. I send you 
a drawing on which I have placed: the three sections 
recommended by Mr. d’Hoop, which are those elaborated 
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by the Technical Commission of the Swiss Railways, 
together with a comparison of three French standard 
sections, which are very near to these, also one English 
section, B.S.8.8, which is the only one comparable. 

The use of the flat top rail of course requires cylin- 
drical wheels. There is no doubt that they give ex- 
cellent results or France would not have adopted them. 

In this country the present British standard has a 
radius of 12 in. on the running edge, a dimension which 
has been evolved after some years of trial. The early 


Reversible Guard Bolted to Rail 


sections were coned 1 in 21 and afterward altered (al- 
though not standardized) to a 12-in. radius, which was 
considered to be the approximate curve of the rails 
after a few years wear. 

The London County Council, however, had adopted 
a 6-in. radius head, which was thought to be too great 
by the generality of the engineers, and the standard 
to it is a 9-in. radius, similar to that shown on No. 8. 

There are certain dimensions which Mr. d’Hoop does 
not consider of importance to standardize, but I con- 


sider that the depth of the groove and thickness (or 


depth) of the head of the rail (or running surface) is 
very important, and both groove and tread should be in 
relation to each other. 

The English Board of Trade regulations affect tram- 
way rails to a very great extent, and it is only during 
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Comparison of Proposed International Standards 


the last two or three years that the deep groove, as 
shown on No. 8, has been accepted, much to the advan- 
tage of tramways generally, as the life is greatly in- 
creased. 

In this country the width of the groove is very 
rigidly insisted upon, which is not the case in other 
countries. 
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With regard to guard rails, Mr. d’Hoop suggests that 
these vary considerably, but in this country manganese 
steel is chiefly used. I inclose a photograph showing 
a guard rail, known as Holt’s, of which we have sup- 
plied over 60,000 ft. This guard is rolled in manganese 
steel in lengths of 20 ft. and attached to the rail, either 
in the first instance or when the guard of the rail is 
worn off. This guard can be reversed four times, but 
one reverse is usually sufficient as the manganese rail 
will outlast the ordinary rail and can be further used 
without any reversing. In one test case, taken after 
4 years, it was found that the guard could be refixed 
in its old position, although 1,332,000 cars had passed 
over the one edge. 

,, The rail joint question is the most important on a 
street tramway, and the practice of welding has in- 
creased very greatly during the past few years, but 
there is no standard. Various types are being used 
according to the engineers’ ideas, very much as in your 
country. The various articles upon this question which 
appear in your issues from time to time are most in- 
teresting. 

The rail sections used here have been “legion.” We 
ourselves have made points and crossings to about 200 
different sections, exclusive of American types, and 
these would probably double this quantity. But all 
countries have now greatly reduced their sections, and 
England, France, Germany and the United States have 
certain standards. 

In this country there are now only three sections, 
viz., No. 6, which is 6% in. deep (165.10 mm.), No. 7 
and No. 8, 7 in. deep (177.80 mm.), with their cor- 
responding curve sections. These sections have enabled 
us to reduce the cost of castings and to keep a stock 
of the principal radii, which in this country are 100 ft., 
150 ft. and 200 ft. for side loop use. For equilateral 
points, or switches, the chief standard is 200 ft. radius. 
The above are considered to be the standard, but there 
are also certain others which are used but not standard, 
viz., 75-ft., 250-ft. and 300-ft. lateral radius, also 240-ft., 
300-ft. and 360-ft. equilateral radius. 

Finally there is no doubt that it would be of great 
assistance and economy if one set of standard rails 
was used generally, but that is hopeless, each country 
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with Existing French and British Standards 


having its own regulations. Consequently, the English 
rail mills confine themselves to English sections. 
It would be very interesting and very useful to have 
a comparison made of all the different standards. Pos- 
sibly, in course of time, it may be done. 
FRED BLAND, 


Director, Tramway Department. 
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Revisions of Convention 
Program 


INCE the publication of the pro- 

gram for the Atlantic City conven- 
tion of the American Electric Railway 
Association and affiliated associations 
in the issue of ELEcTRIC RAILWAY 
JouRNAL of Aug. 30 a number of fea- 
tures have been added and the positions 
of others have been transposed. 

In the American Association the re- 
ports of the committee on community 
section, company section and individual 
membership, C. E. Morgan chairman, 
and the committee on company and 
associate membership, R. P. Stevens 
chairman, will be presented at the 
meeting Thursday morning, Oct. 9, im- 
mediately following the election of offi- 
cers. 

The addresses by Messrs. Harris and 
Hoyt will be given at the session to be 
held Tuesday evening, instead of Tues- 
day and Thursday mornings. The full 
Mes Fay for this evening session fol- 
ows: 


Tuesday Evening, Oct. 7 
GENERAL EVENING SESSION 
Ballroom, Million Dollar Pier, 9 p.m. 


Mme. Josephine Lucchese, coloratura 
soprano 


Charmant Oiseaws i025. cries cew's.s eee David 
(LaPerle du Bresil)—Flute obbligato. 
Appress — “Financing of Electric 


Railways,” by J. P. Harris, vice-presi- 
dent Union Trust Company, Cleveland, 
Ohio. 

Mme. Josephine Lucchese, coloratura 
soprano. 


Southern Fantasy...... Arranged by Luck 


Address—“Relation of Municipal Offi- 
cers to the Utility,” by Mayor William 
A. Magee, Pittsburgh, Pa. 

Mme. Josephine Lucchese, coloratura 
soprano. 


Mad Scene....... Darela... a ciech paca Donizetti 
(Flute obbligato) 


Informal dancing. 


ENGINEERING ASSOCIATION 


In the Engineering Association pro- 
gram the reports of the committee on 
buildings and structures, N. E. Drexler 
chairman, and the special committee on 
car and carhouse wiring, H. H. Adams 
chairman, will be transferred from 
Monday afternoon, Oct. 6, to Tuesday 
afternoon, Oct. 7. In their place the 
committee on way matters, H. H. 
George chairman, and the committee 
on welded rail joint research, W. W. 
Wysor chairman, will report on Mon- 
day afternoon. 

The meeting of purchasing agents 
and, storekeepers scheduled for Tues- 
day, Oct. 7, at 2 p.m. will be held at the 
Marlborough-Blenheim Hotel, since it 


was found impossible to secure a meet- 


ing room on the pier. The address at 
this meeting on the topic “What the 
Purchasing and Stores Departments 
Can Do in Building Up Good Will for 
the Company” will be given by W. H. 
Sawyer, president East St. Louis & 
Suburban Railway. 


T. & T. ASSOCIATION © 


At the symposium to be held Tues- 
day by the Transportation & Traffic 
Association the program will be as 
follows: 


Tuesday Afternoon, Oct. 7 
2 TO 5:30 P.M. 


ADVERTISING AND PUBLICITY SYMPOSIUM 


“It Can Be Done,” by W. H. Sawyer, 
president East St. Louis & Suburban 
Railway. 

“Selling Transportation by Boosting 
Your Home Town and Appealing to 
Home Pride,” by L. K. Starr, manager 
public relation department, Georgia 
Railway & Power Company, Atlanta, 
Ga. 

“Safety and How to Make It Inter- 
esting to Mothers and Children,” by W. 
Dwight Burroughs, publicity agent and 
librarian United Railways & Electric 
Company, Baltimore, Md. ; 

“Best Methods for Holding Com- 
panies to Get Action Throughout Their 
Territories,” by John S. Bleecker, Day 
& Zimmermann, Philadelphia, Pa. 

“Public Utility Sections of the Asso- 
ciated Advertising Clubs of the World,” 
by W. H,,Hodge, Byllesby Engineering 
& Management Corporation, Chicago. 

“State Public Service Information 
Committees,” by J. S. S. Richardson, 
director Pennsylvania Public Service 
Information Committee. 

“The Interurban,” by J. P. Griffin, 
vice-president and general manager 
Texas Electric Railway, Dallas, Tex. 


Committee Meetings at 
_ Atlantic City 


NUMBER. of important committee 
meetings are scheduled in Atlantic 
City during convention week. All the 
executive committees will hold meet- 
ings at the Marlborough-Blenheim 
Hotel as follows: Sunday, Oct. 5, 
Claims Association, 11 a.m.; Engineer- 
ing Association, 2 p.m.; Accountants’ 
Association, 3 p.m. Monday, Oct. 6, 
American Association, 10 a.m.; Trans- 
portation & Traffic Association, 11 a.m. 
Other committees of the American 
Association will meet as follows: 
Entertainment — Marlborough-Blen- 
heim Hotel, Sunday, Oct. 5, 5 p.m. 
Exhibits — Convention Pier, office of 
director of exhibits, Sunday, Oct. 5, 
2 p.m. 


party, 
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Education — Will meet with educa- 
tional directors of member companies 
at a luncheon at the Marlborough- 
Blenheim Hotel, Tuesday, Oct. 6, 
1:15 p.m. 


Meetings of the newly elected execu- 
tive committees of the American and 
affiliated.associations will be held as 
decided upon by their presidents. 


Entertainment Features for 
Atlantic City Convention 


HE committee on entertainment of 

the American Association met at 
Association Headquarters, New York 
City, Sept. 5. Members in attendance 
were F. H; Gale, chairman; Harry L. 
Brown, J. F. Craig and A. A. Hale. 
Others present were E. P. Waller, 
M. B. Lambert, E. C. Faber, C. S. Haw- 
ley, L. W. Shugg, N. A. Garland, C. R. 
Ellicott, Mr. Smith, J. W. Welsh and 
G. C. Hecker. 

The various entertainment features 
at the Atlantic City convention will 
be in charge of. the following sub- 
committees: Golf, G. A. Barnes, chair- 
man; opening reception, J. V. Sullivan, 
chairman; “Playtime on the Pier,” A. 
A. Hale, chairman; grand ball, L. H. 
Palmer, chairman; music, S. J. Cots- 
worth, chairman; ladies’ entertainment, 
J. A. Dewhurst, chairman. 

The entertainment plans for the 
Atlantic City convention were reviewed 
and the following program was ap- 
proved: 


SUNDAY, OcT. 5 


9 am. to 5 p.m.—Golf tournament. 
9 p.m.—Sacred concert at the Marl- 
borough-Blenheim Hotel. 


‘Monpay, Oct. 6 


9 p.m.—Opening dance in honor of 
the president and officers of the asso- 
ciation; Ballroom, Million Dollar Pier. 


TuESDAY, OcT. 7 


3:30 to 5:30 p.m.— Ladies’ card 
Rose Room, Traymore Hotel, 


bridge and five hundred. 


9 p.m.—Ballroom, Million Dollar Pier. 
This is the general evening session, at 
which there will be two prominent 
speakers. 


The entertainment features consist 
of selections’ by Josephine Lucchese, 
coloratura soprano, and accompanying 
artists. Following the regular program 
there will be informal dancing on the 
Pier. 


WEDNESDAY, Oct. 8 


3:30 to 5:30 p.m.—Ladies’ entertain- 
ment; concert by Mme. Josephine 
Lucchese and accompanying artists, 
Blenheim Ballroom, Marlborough-Blen- 


- heim Hotel. 
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_ 9 p.m.—Playtime on the Pier. The 
biggest and best show on earth will be 
staged in the Ballroom. Fun for every 
one. Informal Dancing. 


TuHurspAy,. Oct. 9 


9 am.—Grand ball. Ballroom, Mil- 
lion Dollar Pier. 


Special Trains to Atlantic City 


HIS year a special train will be run 

from New York direct to Atlantic 
City for the accommodation of dele- 
gates to the convention. It will leave 
the Pennsylvania Station Sunday, Oct. 
5, at 1:40 p.m. and is due to arrive in 
Atlantic City at 4:45 p.m. This train 
will have the-finest special equipment, 
and an entertainment committee is pro- 
viding surprises and fun for those 
taking it. 

Pullman reservations for the New 

- York Special can be obtained only from 
the following members of the com- 
mittee: ; 

New England—J. W. Belling, Gen- 
eral Electric Company, 84 State Street, 
Boston, Mass. : 

New York State—W. F.. Stanton, 
New York State Railways, 267 State 
Street, Rochester. 

New York City—C. H. Beck, West- 
inghouse Traction Brake Company, 150 
Broadway, New York City. 

A special train composed of the 
most modern all-steel Pullman equip- 
ment (club-car, open section, compar- 
ment and drawing-room sleeping cars 
and observation car, with dining 
car service) will be operated from 
Chicago for those desiring to attend 
the Atlantie City convention. 
train will be an exact counterpart of 
the world-famous Broadway Limited, 
and the Pennsylvania Railroad officials 
give assurance that everything possible 
will be done to make the trip pleasant 
and comfortable. 

The train will leave Chicago at 1 p.m. 
Central Standard time, Saturday, Oct. 
4; Fort Wayne 4:03 p.m.; Lima 5:12 
p.m.; Crestline 7:43 p.m. Eastern Time; 
Mansfield 8 p.m.; Alliance 10:08 p.m.; 
Pittsburgh 12:09 a.m. Sunday, Oct. 5. 
Tt will arrive at Atlantic City at 10 a.m. 
on Sunday. 

_Delegates. from Toledo, Detroit and 
vicinity can use the regular train sery- 
ice of the Pennsylvania Railroad and 
connect at Mansfield or Pittsburgh with 
the Chicago Special. Delegates from 
Cleveland can use the regular service of 

the Pennsylvania and connect at Alli- 
ance. Delegates from Akron and 
Youngstown can use the regular service 
of the Pennsylvania and connect at 
Pittsburgh. _ 

Attention is again called to the fact 
that to secure the reduction of one-half 
fare from the return trip, identification 
certificates which can be secured from 
association headquarters must be used, 
and tickets must be purchased from the 
railroad company’s ticket agents. Dia- 
grams for the Pullman cars on the 
Chicago Special will be kept at the 
office of H. J. Kenfield, vice-chairman 
transportation committee, care of Elec- 
tric Traction, 431 South Dearborn 
Street, Chicago. 

Plans are under way to run a 
through train direct from St. Louis via 
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October 6, 7, 8, 9, 10 


Pittsburgh. Those interested should 
communicate with B. W. Frauenthal, 
general traffic agent United Railroads 
of St. Louis. i 

Arrangements are being made to 
run a special car on the Pacific Limited 
leaving Oakland, Cal., at 4 p.m. Wed- 
nesday, Oct. 1. This is due to arrive at 
Chicago 1:55 p.m. Saturday and at At- 
lantic City about 7 p.m. Sunday, Oct. 5. 
Arrangements for this car are in charge 
of W. V. Hill, California Electric Rail- 
way Association, 58 Sutter Street, San 
Francisco. 


Standards Committee 


MEETING of the standards com- 

mittee of the Engineering Associa- 
tion was held at association headquar- 
ters, New York City, Sept. 10. Mem- 
bers of the committee in attendance 
were: C. R. Harte, chairman; H. L. 
Andrews; C. C. Beck; J: A. Brooks; 
C. H. Clark; C. G. Keen; John Lindall; 
H. H. Norris; N. B. Trist and W. W. 
Brown represented W. G. Gove. 

Representatives of the various stand- 
ing committees present included F. M. 
Van Deventer, power generation and 
conversion; J. P. Dick, purchase and 
stores; G. C. Hecker, buildings and 
structures; C. W. Squier, equipment; 
H. H. George, way matters; and A. P. 
Way, wood preservation. 

Recommendations of the various 
standing committees for standards and 
for miscellaneous methods and practices 
were given careful consideration and 
-recommended actions were decided 
upon. 

There was also a discussion as to how 
the engineering standards could be 
made more effective and the relation 
of the American Engineering Standards 
Committee to the work of standardiza- 
tion being carried on by the Engineer- 
ing Association. 


Engineering Subjects 


HIS year the committee on sub- 
jects of the Engineering Associa- 
tion has been appointed in time that its 
work could be done, prior to the annual 
convention of the association at 
Atlantic City. The personnel consists 
of R. C. Cram, engineer surface road- 
way Brooklyn-Manhattan Transit Cor- 
poration, chairman; Morris Buck, R. H. 
Dalgleish, Daniel Durie and C. R. Harte. 
A meeting of the committee was held 
at association headquarters, New York 
City, on Sept. 10. It was attended by 
Messrs. Cram, Buck, Dalgleish and 
Harte. Reports were received from the 
chairmen of this year’s committees out- 
lining the work that they have accom- 


plished and making suggestions for 
next year’s subjects. A program of 
subjects for next year’s committees has 
been made up and adopted by the sub- 
jects committee. The report will be 
printed for advance circulation among 
the membership preparatory to discus- 
sion on the floor of the convention. 


More “Traction Tom” Talks 


SPECIAL Traction Tom series of 

10 advertisements designed to help 
break up the “Gimme-a-Ride” practice 
has been prepared by Labert St. Clair, 
advertising director, American Electric 
Railway Association. 

These ads are so written that they 
can be used either in single or double 
column with the standard Traction Tom 
cut. 

The following is typical of the series: 


Mr. Motor Car Owner, 

All along the line, 

Pleasantville, N. Y. 

My Dear FRIEND: You wouldn’t inten- 
tionally do anything which would hurt our 
business, . 

Yet several times, lately, in an entirely 
thoughtless manner, no doubt, you have 
dropped into the habit of doing something 
that is hurting us greatly. 

It is the habit of picking up our possible 
customers along our lines and delivering 
them to or near their destinations, without 
charge, just as a friendly act. : 

The spirit in which you do it is fine. 
Friendly acts, when they injure no one, 
keep the world happy. But the friendly 
act which hurts other folks and don’t help 
you particularly are of a different type. 

Whenever our automobile-owning friends 
pick up one of our customers it makes it 
just a'little more difficult for us to pro- 
vide service regularly for everybody. 

I thank you, 


TRACTION TOM, 


Other Association News 


S. A. E. fo Discuss Public 
Service Vehicles 


Give Society of Automotive En- 
gineers will hold a two-day meet- 
ing on Sept. 18 and 19, concluding with 
a joint meeting with the New York 
Railroad Club on Friday evening. The 
program should be of unusual interest 
in many ways to electric railway men. 
There will be valuable papers on motor 
bus and motor truck design, operation 
and maintenance. Friday morning will 
be devoted to inspection of various 
motor haulage developments in New 
York City. The program for Thurs- 
day, Sept. 18, which is the motor bus 
session, follows: 

10 a. m. to 1 p. m. and 2:30 to 5:30 
p. m., at Hotel Pennsylvania. 

Engineering problems of bus design 
and operation, by F. D. Howell, Motor 
Transit Company of Los Angeles, Cal. 

Motor bus body design and construc- 
tion, by Hugh Bersie. 

Maintenance methods, by R. E. 
Fielder, chief engineer Fifth Avenue 
Coach Company, New York. 

Operating experience of two public 
utility organizations that have found 
it profitable to install motor bus serv- 
ice, by V. HE. Keenan, superintendent 
bus division, United Electric Railway, 
Providence, R. I., and J. B. Stewart, Jr., 
general superintendent Youngstown 
Municipal Railway, Youngstown, Ohio. 

Views on motor bus design and 
operation, by W. F. Evans, president 
Detroit Motor Bus Company. 


396 


ELECTRIC RAILWAY JOURNAL 


Vol. 64, No. 11 


Handy Support for 
Armatures 


FTEN it becomes necessary to 

press out an armature shaft be- 
cause it has been bent or broken. 
The armature itself being in good 
condition, it is uneconomical to tear 
down the commutator end to remove 
the nut which holds the spider to 
the shaft. It is the practice in the 


Armature Suspended so that the Spider 
Nut May Be Drilled Out Without Bor- 


ings Becoming Lodged in 


Commutator or Windings 


Wheaton shops of. the Chicago, 
Aurora & Elgin Railroad to split 
the retaining nut by drilling a num- 
ber of small holes across its face. 
If such a procedure is performed 
with the armature in a horizontal 
position the borings may become 
lodged between the segments of the 
commutator or between the arma- 
ture leads. This is. likely to cause 
short circuits after the armature has 
been replaced in service. To elimi- 
_nate the likelihood of these chips 
clinging to the commutator or arma- 
ture, drilling of the nut at the com- 
mutator end of the laminations is 
done with an air drill from under- 
neath, while the armature is sus- 
pended vertically in a bracket which 
engages the pinion. 

Suspending an armature weighing 


the 


1,750 Ib. in such a position without 
tying up one of the cranes or hoists 
is accomplished by means of a port- 
able bracket attached to the top ten- 
sion member of a wheel press. The 
bracket has two main supports of 
5-in. x l-in. steel, reinforced with 
t-in. steel gussets. The supports are 
so spaced that the vertical legs fit 
into two openings in the wheel-press 
tension member. The other ends of 
the supports are bent at right angles 
to the gusseted portion, but in the 
opposite direction to that of the legs. 
Two pieces of 4-in. sheet steel are 
fastened to these legs. Both pieces 
are cut away at their facing edges to 
receive the armature shaft. One of 
these plates is fastened permanently 
to the legs, while the other may be 
swung out, allowing the armature 
shaft to be inserted. With the shaft 
in position a pin holds it in the 
closed position. 

This device holds the armature so 
that the commutator end is approxi- 
mately 4 ft. above the floor. It does 
not interfere with the use of the 
wheel press and it insures a clean 
commutator after the nut has been 
drilled. 


Welded Piece Restores 


Worn Switch Tongue 


XPERIMENTS have been made 

by E. W. Jennison, engineer 
maintenance of way Bangor Rail- 
way & Electric Company, Bangor, 
Me., to restore a worn switch tongue 
by welding in a piece of the web of 
an old rail. The shape of the piece 
used is arranged according to the 


Switch Tongue Repaired by Welding in a 
Piece of ‘the Web of an Old Rail 


amount of original metal worn away. 
After welding, the tongue is care- 
fully ground down to proper size and 
shape. An example of a repair job 
of this sort is shown in an accom- 
panying illustration. Switch tongues 


restored in this way are considered 
suitable for use anywhere except on 
main-line tracks. Their use in stor- 
age yards and similar places has 
effected important savings. 


Pneumatic-Hydraulic 
Bearing Press 


NOVEL combination of pneu- 
matic and hydraulic pressure is 
used in a bearing press installed in 
the new Hillcrest shop of the 


Bearing Press in the Hillerest Shop of the 
Toronto Transportation Commission 


Toronto Transportation Commis- 
sion, Toronto, Canada. The press, 
which has an arbor for  press- 


ing bearings into or out of the hous- 
ings, is actuated by a hydraulic 
cylinder at the left of the column. 


- This cylinder in turn is supplied with 


water by the operation of the cylin- 
der at the right. 

Air pressure supplied from the 
shop air system is applied on the 
plunger of an air-brake cylinder hbe- 


_ neath and so furnishes the power to 


operate the plunger of the hydraulic 
cylinder. The admission of air to 
the brake cylinder is governed by 
the motorman’s valve directly in 
front of the column. The small tank 
above the hydraulic pressure cylinder 
contains a supply of make-up water, 
which can be added to the system as 
needed by opening a valve beneath. 
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Proper Brush Holder 
Spacing Essential 


AINTENANCE work on motors 

is’ reduced by keeping the 
brush holders in a good state of 
repair and properly aligned. Not 
only will this lengthen the life of the 
brush holders and carbons but, by 
improving the commutation and 


reducing flashing, the armature and 


field windings will give less trouble. 
Many of the troubles in connection 
with railway motors may be traced 
directly to improper location of the 
brush holders in the motor frame. 
In almost all railway motors the 
brush holders should line up with 
the centers of the poles, and in all 
eases the distance from the center 
line of one brush holder to the center 
line of the other brush holder should 
be exactly equal to one-quarter of the 
distance around the face of the com- 
mutator. In addition to the neces- 
sity for correct spacing of the brush 
holders the sides of the brush holder 
box should be lined up parallel with 
the commutator bars. If they are 
skewed, the carbons will cover a 
greater number of commutator bars 
and thus short circuit too many 
armature coils. 
Another point to watch in setting 
brush holders is to maintain the 
correct distance between the brush 
holder and the commutator surface. 


_The under side of the carbon box 


should be from 4 to * in. from the 
face of the commutator. This re- 
duces chattering and also the tend- 
ency of carbons to break. 

While brush holder location may 
appear quite insignificant in itself, 
it is surprising to note the improve- 
ment in motor operation when mis- 
placements are corrected. Particu- 
lar attention should be given to the 
mechanical action of brush holder 
parts and to keeping spring pres- 
sures properly adjusted. In general, 
a spring pressure of about 5 lb. per 
square inch of contact area is con- 
sidered good practice. This will give 
a range of pressure on the carbons 
of from 5 to 7 Ib., depending on their 
size. If operating conditions are 
such that the brushes spark badly 
and there is a tendency for the 
motors to flash at high speed, the 
spring tension should be raised to 
from 7 to 9 lb. 

When carbon dust and dirt get 
into the working parts of the brush 
holders they are liable to work 
stiffly. The parts should be kept 
clean and lubricated occasionally. If 
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neglected they will become tight and 
will not provide the necessary pres- 
sure. Excessive wear which throws 
the parts out of alignment is another 
result of neglect. The braided 
shunts should be kept in proper re- 
pair, in order to: prevent the current 
from going through the spring 
mechanism and the sides of the car- 
bon box. 

Recent types of motors are pro- 
vided with porcelain bushings for 
insulating the brush holders from 
the frame. It is important to keep 
these clean and free from dust and 
dirt, otherwise the necessary creep- 
age distance to ground is reduced 
and short circuits will result. 

When brush holders are mounted 
on the motor frame the pads or seats 
should be carefully cleaned and all 
burrs should be removed, in order to 
insure proper spacing and align- 
ment. In making the connections 
from the wiring around the motor 
frame to the brush holders cables 
should be supplied with a sleeve or 
a terminal, depending upon the 
design of the brush holder. These 
connections should be kept tight, in 
order to secure a good electrical as 
well as mechanical contact. Set 
screws with lock washers and jam 
nuts should be used. 


Convenient Stands for Sup- 
porting Axles 


HERE axles are rolled on the 
floor there is danger of injur- 
ing the bearing surfaces, and it is 
the practice in the shops of the New 
York, Westchester & Boston Railway 
never to allow the axles on the floor. 


Axles Supported on Stands in the Shops of 
the New York, Westchester & Boston 
Railway 


Stands for supporting the axles 
have been provided, as shown in the 
accompanying illustration. These 
consist of a top supporting plate, 
2 in. x 8 in. x 2 ft. long. The center 
has a semi-circular recess to receive 
the axle. The supporting legs are 
made of steel straps 4 in. x 2 in. 
wide, and these are supported at the 
bottom by floor supports made of 
3-in. x 24-in. steel. All connections 
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are riveted. By using these stands, 
axles are conveniently picked up by 
cranes and any inspection work is 
more readily taken care of than 
where axles are placed on the floor. 


Increasing Trolley Wheel: 
Mileage in Detroit 
By A. C. COLBY 


Superintendent of Equipment 
Department of Street Railways, 
Detroit, Mich. 

HEN the Department of Street 

Railways took over the street 
car lines in the city of Detroit in 
June, 1922, an average of 2,352 miles 
was being obtained from trolley 
wheels, and the average for the first 
six months of the year 1922 was 
4,450 miles. This mileage was con- 
sidered low, and an investigation 
was started to determine the reasons. 
The principal troubles found were 
that the wheel hubs wore out rapidly 
and that flat spots developed in the 
contact grooves. The wheels which 
were being used at that time had a 
diameter of 53 in. with a {-in. grease 
chamber axle. The ends of the hubs 
were rather large, having a 3-in. 
diameter contact washer surface. 

In an attempt to remedy the 
trouble the wheel was redesigned so 
as to cut down the frictional area at 
the hub of the contact washer to a 
2-in. diameter area. A_ graphite 
bushing was also used instead of 
the grease lubrication, and manufac- 
turers were checked carefully in 
order to eliminate eccentricity and 
unevenness in the metal mixture so 
as to obtain uniform hardness. The 
%-in. axle was retained, but this was 
case-hardened and polished: 

Trials were made of many type 
of wheels and harps, and it appeared 
that the most simple designs were 
the best and cheapest to operate. 
The graphite bushing gave the best 
means for lubrication, provided it 
was given a fair start by having the 
axle hard and smooth and by keeping 
all grease or oil away from the bush- 
ing. A drop or so of oil on the con- 
tact washer is desirable, but oil or 
grease on the bushing tends to 
soften the graphite mixture and 
spoils it. 

Experience in Detroit with trolley 
wheels and axles which require re- 
filling with grease at certain periods 
showed that they are sure to be 
neglected, and considering that the 
men doing this class of work must 
climb upon the roofs of cars in dark 
yards and on stormy nights, it is not 
surprising that many are missed; 
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the results in Detroit also show that 
‘a large axle is desirable. Instead of 
using axles from 4 to 3 in. diameter, 
“sizes of from ? to § in. give better 
results, providing a more generous 
wearing surface without producing 
excessive friction. 

The accompanying table gives the 
total car mileage and the average 


mileage obtained per trolley wheel 
from June, 1922, up to and including 
July, 1924. While some months have 
shown a trolley wheel mileage of 
over 21,000, the average for the first 
seven months of 1924 is 15,545, which 
is a big improvement from the 
mileage originally obtained and is 
considered very encouraging. 


New Equipment Available 


Improvements in Pendulum 


Hardness Tester 


PENDULUM hardness tester 

marketéd by Edward G. Her- 
bert, Ltd., Manchester, England, was 
described in the May 26, 1923, issue 
of the ELECTRIC RAILWAY JOURNAL. 
Since then, the manufacturer has 
made some improvements in this 
equipment, and also has developed a 
24-ke. tester. 

Improvements in the pendulum 
operating stand include provision so 
that the arm supporting the pen- 
dulum can be raised to admit speci- 
mens up to 6 in. deep. The table can 
also be replaced by special fixtures 
for testing irregularly shaped work. 
The standard pendulum can be used 
to make time tests on the stand and 
also to make scale, work-hardening 
and temperature tests by hand opera- 
tion. Slight movements of one 
handle serve to release the table and 
allow it to rise until the pendulum 
swings gently on the work, also to 
operate the stop watch and to lower 
the table on to its three-point sup- 
port. 

The 24-kg. pendulum hardness 
tester is a new development. It is 
identical in principle with the stand- 
ard 4-kg. pendulum type but is 
adapted for testing much larger 
work. With it, hardness tests can be 
made on shafts or rolls up to a diam- 
eter of 30 in. and at any point on 
plates or other flat surfaces 30 in. 
wide. The pendulum weighs 24 kg. 


and is pivoted on a steel ball 3 mm. 
in diameter. Adjustable weights are 
provided whereby the center of 
gravity of the pendulum can be 
brought to the center of the ball, and 
a central weight mounted on a micro- 
meter screw provides for adjusting 
the length of the pendulum. The 24- 


Improved Pendulum Hardness Tester 


kg. equipment is adapted for making 
the same class of tests as the stand- 
ard 4-kg. pendulum, and in addition 
tests may be made inside holes such 
as the bore of motors or bearings to 
determine their working hardness. 


Light-Weight Signal Lantern 


Ohio. The 42-in. Corning Fresnel 
lens provides for long-distance work 
and is furnished in either ruby, 
green, yellow or clear. A _ highly 
polished aluminum reflector of 16 in. 
diameter takes care of ground illu- 
mination, and one bulb furnishes the 
light for both jobs. 

The lantern is furnished with 
mogul base receptacle and Edison 
base adapter. It is suitable for 
100, 200, 300 or 500-watt lamps. 
Cast aluminum construction is used 
throughout, making the lantern light 
and eliminating rust or acid corro- 
sion. The lanterns can be furnished 
with ‘either span wire hanger or 
for #-in. pipe supension. 


Corrugated Culverts Dipped 
After Forming 


NEW process of manufacture 
for culverts has been announced 


_ by the Wheeling Corrugating Com- 


pany, Wheeling, W. Va. It consists 
of coating the finished culvert, after 
it is completely formed, with a pro- 
tective surface of zinc. This method 
provides perfect coating unmarred 
by handling or forming, and the 
edges of the sheet are coated as well 
as the surfaces. The coating is 
applied by hand dipping, which the 
manufacturers claim gives a heavier 
and denser galvanizing than where 
other methods are employed, and 
therefore greatly increases the pro- 
tection of the base metal. The 
method also makes it practicable to 
furnish extra heavy coatings. 


September 13, 1924 


Boston Arbitration Ended 


General Manager Dana and Counsel 
Barnum Conclude Case for Rail- 
way—Award Awaited 


Final arguments in the Boston 
Elevated Railway wage arbitration 
proceedings were completed on Sept. 3. 
The decision now lies with the special 
board of arbiters, including. Judge John 
D. McLaughlin of the Superior Court, 
chairman; Charles W. Mulcahy, who 
represents the company, and James H. 
Vahey, who represents the Amalga- 
mated Association. The hearings were 
begun on Aug. 13. 


H. Ware Barnum, counsel for the - 


Elevated, said the question is between 
two laboring classes—the railway em- 
ployees on one side and the great labor- 
ing public, which pays the fares on the 
other. It is essential, he said, to deter- 
mine what is a fair division of burdens 
among the laboring classes of the state. 
Mr. Barnum agreed that the financial 
condition of the company ought to be 
laid aside in considering wages up to 
the point of a living wage. He con- 
tended, however, that the present 
wages are far above the minimum 
standard. Mr. Barnum said: 

We believe that with an increase of 60 
per cent in the cost of living, 100 per cent 
in carfares and more than 100 per cent in 
the wages of those men, it is too much that 
these men should ask their fellow men to 
pay more carfare in order to increase their 
wages. 

The question is what is a fair wage for 
these men compared with the condition of 
the people who ride in the cars. The 
present fare is all the public should be 
asked to pay to maintain the system in 
proper condition and to render reasonable 
service to the public. The company is 
demanding only a fare which will enable 
it to render reasonable service. The 
public, he said, is entitled to reasonable 
service, and that service must be met by 
the fares the public pays. 

In speaking for the men, Mr. Vahey, 
one of the arbitrators and counsel for 
the men, said the employees were in a 
peculiar situation in that, by the 
agreement they have with the company, 
they cannot strike, regardless of the 
outcome of the arbitration proceedings. 
In view of this situation, Mr. Vahey 
argued, it would be unfair for the com- 
pany to offer as an argument against 
any wage increase the law of supply 
and demand for labor or the financial 
«condition of the company. 

The public control act, said Mr. Va- 
hey, has protected the stockholders by 
guaranteeing them interest on their in- 
vestment at an approximate rate of 6 
per cent, whereas no monetary protec- 
tion is provided for the employees. 
When the public control act was de- 
vised, said Mr. Vahey, it was for the 
purpose of saving the railway from 
bankruptcy and of providing revenue 
sufficient to enable the company to 
operate at the cost of service. Mr. 
‘Vahey said: 

Included in the cost of __ service, 
necessarily is the cost of the labor of the 
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men who run the cars and make money 
for the company. The Legislature never 
intended that the men should be discrim- 
inated against, since the cost of everything 
else was to be paid for even if an assess- 
ment were necessary. 

There was, in fact, one assessment, of 
something less than $4,000,000, and there 
is no doubt at all that the representatives 
of the cities and towns in the system Stood 
ready to pay an assessment that would 
provide a living wage, for the employes. 


At a previous session of the arbitra- 
tors General Manager Dana of the Ele- 
vated testified that the estimated deficit 
of the company for August is $436,240, 
and that in July there was a deficit of 
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$353,245. He declared that unless there 
is a decrease in the carmen’s wages, 
with the road operating as it is now, 
with the same kind of service, the deficit 
at the close of the present fiscal year, 
on June 30 next, would be $732,000. 
Mr. Dana explained that the office em- 
ployees enjoyed a two weeks’ vacation 
by doubling up on their work, without 
extra cost to the company, but said that 
it would mean an additional annual ex- 
penditure of $650,000 if all the com- 
pany’s employees were granted vaca- 
tions with pay. 


Bus Made an Ally in Decatur 


Fifteen New Buses in Use by Railway Operating in Illinois City of 45,000 
—Bus Routes Cover 11.9 Miles and Railway Routes 17.7 Miles— 
Results Very Encouraging 


ESPITE the fact that the city of 

Decatur, Ill., and the Illinois Power 
& Light Corporation are in the midst 
of a discussion of a new franchise the 
company has invested $125,000 in buses 
and erected a $60,000 fireproof garage 
for the handling of the new equipment 
for the combined bus and trolley sys- 
tem, to which brief reference was made 
in the ELecTRIC RAILWAY JOURNAL of 
Aug. 23, page 294. 

The story of how this company has 
turned the bus from a competitor to an 
ally is one of compelling interest. First 
of all, it should be explained that De- 
eatur is a city of about 45,000. It is 
just the type of community that affords 
the best kind of picking for the jitney. 
And in this respect Decatur was no ex- 
ception. There is no need, however, to 
go into the history of the jitney there. 
The development of that vehicle as an 
instrument of transport in Decatur dif- 
fered in degree but not in kind, as the 
saying goes, from that witnessed in 
other cities. To make a long story 
short, the railway, after an adequate 
traffic survey, jumped in and bought 
competing bus lines, junked the ancient 
and decrepit equipment and started in 
on an entirely new basis on Aug. 1 
with bus and railway co-ordinated. 

The installation at Decatur is the 
most complete car-bus system that the 
company has yet established in any of 
the cities in which it operates. In addi- 
tion to the regular street cars, the aug- 
mented equipment consists of fifteen 
bright, new, latest type Mack and Yel- 
low Coach Company 25 and 29-passen- 
ger buses. On routes which had been 
agreed upon, and which supplemented 
the street car routes, the service was 
started with the full approval and ac- 
tive co-operation of the city officials. 
Through the establishment of the new 
service parts of the city which had not 
been served at all, or very inadequately 
served, now have service with free 
transfers to other bus lines and to 
the car lines. 


The street car lines have a mileage 
of 17.7 miles in Decatur and the serv- 
ice is handled by twenty-five street 
cars with extras put into service at 
rush hours and for special occasions. 
The bus routes which were added to 
the street car routes to give the city 
complete service cover 11.9 miles. Ten 
buses are used with five more fre- 
quently put into service to care for the 
rush business. All buses run to the 
business center of the city at Lincoln 
Square and not any are used simply as 
feeders.’ All street cars in the city also 
run to Lincoln Square so that the ex- 
ercise of the transfer privilege is made 
easy and very convenient. 


CONGESTION Is Kept Low 


By a plan of carefully systematizing 
the leading places on and about the 
square and by keeping the buses on the 
move, congestion, even in heavy traffic 
hours, is held to a surprisingly low 
point. A marked increase in the sale 
of tickets has also been noticed since 
the new system has been established. 
As the totals show, the addition of the 
buses has brought about an increase in 
the city’s transportation business of 
more than 35 per cent. This is re- 
garded as all the more remarkable as 
this is probably the busiest part of the 
motor car season. t 

C. A. Wait, writing in Current 
Topics, published in the interest of the 
employees of the Illinois Power .& 
Light Corporation, says: 


Whether or not the bus service is making 
a profit remains to be figured out, but it 
has increased the patronage on the street 
cars and produced its own direct revenue. 
That much is certain. To the citizens of 
Decatur, the addition of the buses with 
transfer privileges to the street cars seems 
to be the solution of the transportation 
problem in the small city. 

Parts of this city are now being ade- 
quately served which had never had rail- 
Way service or which had had an_ ex- 
ceedingly poor service by two bus com- 
panies scantily equipped with buses that 
were cheaply built. Active co-operation of 
the city officials in seeing that parking 
places for the buses are reserved in the 
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business district and a genuine willing- 
ness to help have been of materal assist- 
ance in making the service particularly 
effective, 

The cash fare in Decatur is 6 cents, 
including transfer. Tickets good on 
either bus or trolley car are sold nine 
for 50 cents. 


Ten Cents in Toledo 


Toledo, Ohio, will go on a 10-cent 
cash and three-for-a-quarter ticket rate 
on Sept. 14, according to an_announce- 
ment to patrons of the Community 
Traction Company. This has been the 
fourth raise in fare in the last few 
months in an effort to boost the 
revenue of the company to a point 
where operating costs will be met and 
a surplus provided for the fare 
stabilizing fund. At present the fund is 
in “red.” Revenue has been increasing 
slowly and the advent of colder 
weather and schooldays is counted on 
to increase riding. 

The straight silver basis for fares 
will do away with about $700 a month 
cost in the handling of pennies. 


Alabama Company Changes Mind 
—Not Tracks 


The Alabama Traction Company did 
not suspend railway service in Decatur 
and Albany, Ala., on Sept. 1, as was 
expected. At a meeting of the Ala- 
bama Public Service Commission a few 
weeks ago the company was granted 
the right to suspend service on Sept. 
1 on the ground that the cars were 
losing money. Many citizens protested 
against the abandonment and the com- 
pany reconsidered the matter and com- 
plied with their wishes. 

The company announces that it will 
continue with some slight changes in 
the loop line. Moreover, the $1 pass 
will be tried in an effort to increase 
revenue. 

Under the agreement between the 
Alabama Traction Company and the 
Alabama Public Service Commission 
service may be suspended in the future 
at any time on thirty days’ notice of 
such intended action. 


Bus Service by Chicago & West 
Towns Railway 


Following a successful court battle 
with independent bus companies, the 
Chicago & West Towns Railway has 
started bus service on many of the 
routes formerly traversed by indepen- 
dent operators. The present equipment 
consists of six Mack buses with 25 pas- 
senger street-car type bodies and one 
Reo 6-cylinder bus chassis with a 21- 
passenger body. These buses operate 
an average of approximately 160 miles 
‘a day over four routes and act as 
feeders to the company’s car lines. 

It is planned to establish a garage 
in a portion of the present carhouse 
and to maintain the vehicles on a basis 
separate and distinct from that of the 
company’s trolley cars. The buses are 
painted the standard yellow of the com- 
pany and are striped in black with the 
name of the company lettered just 
below the windows. 
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P. R. T. Gets Increase 


Commission Permits Company to Ad- 
vance Fares to Eight Cents—City 
to Study Evidence 


Following a week of hearings before 
the Public Service Commission, the 
Philadelphia Rapid Transit Company, 
Philadelphia, Pa., was granted per- 
mission to increase its fare from 7 
cents to 8 cents cash with a ticket 
rate of two tickets for 15 cents. The 
company filed the new tariff in Har- 
risburg on Sept. 9 and also posted the 
rates locally. This means that on Sun- 
day, Sept. 18, the higher fares will 
become effective. The present four- 
for-a-quarter strip tickets outstanding 
will not be honored after that date, 
but may be redeemed at the offices of 
the P. R. T. The new metal tokens are 
already on sale. The company will put 
into effect the zoning system on its 
suburban lines, which will mean a 
saving for some riders. 

The new rates will prevail only 
during the time the city is preparing 
to present its case and during the time 
further testimony is being taken. The 
order stated that they could not be 
collected until at least five days after 
the company filed a schedule of the 
new rates. 

The commission’s order sets forth 
that an immediate increase in fares 
makes it possible for facts to be ob- 
tained concerning decrease in number 
of riders which will result from higher 
rates. Thus, the commission believes, 
the matter of shrinkage in fares col- 
lected because of greater cost will be 
removed from the field of mere esti- 
mates. 


MONTHLY STATEMENTS Must BE FILED 


The commission ordered the company 
to file monthly a detailed statement 
of gross operating revenue and gross 
operating expenses. 

In part the statement of the com- 
mission follows: 


e 

It is claimed on the part of the company 
that the new rate schedule, so offered for 
commission approval, will produce a 
revenue in excess of what it is now re- 
ceiving under the present tariff of about 
$3,769,000 and that this amount is neces- 
sary in order that the company may prop- 
erly perform its corporation obligations to 
the public. 

At the hearings in Philadelphia it was 
announced by the commission that the bur- 
den of proof would rest upon the company, 
and the company accepted that burden and 
presented testimony in support of its de- 
mand for increased revenue, 

The city of Philadelphia, 
City Solicitor’s office, examined the com- 
pany witnesses at considerable length. 
Many data were requested to be supplied 
by the company and brought before us on 
the record. 

After all the testimony was introduced 
the City Solicitor requested that an op- 
portunity be afforded the city to check up 
these supporting data and present such 
testimony as would seem to be relevant. 

‘The, commission is quite in sympathy 
with the request presented by the City 
Solicitor. If an investigation is to be made 
at all, it should be made with extreme 
thoroughness, and we are assured on his 
part that such is the plan of the city 
authorities. 

We will not fix a date for the reason 
that a period of time not less than three 
or four months may be required to com- 
plete the examination which the city 
proposes. 

It was stressed _on the part of the ap- 
plicant that the financial exigencies were 
Such that delay would seriously imperil the 
company’s ability to function properly, and 
that any delay in reaching a conclusion 
would have the effect of cumulating the 
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deficit of the lapsed time, with a conse- 
quent situation that the revenues now 
asked for would not be sufficient. Im- 
mediate relief was therefore important. 
The commission has taken this matter into 
its serious consideration. 

When the valuation case was before us, 
we found “an assumed rate base as 1loW 
as $200,000,000 with 7 per cent as the fair 
rate return’ results in the amount of 
$14,000,000 available as the fair return. 
This plus the allowed operating expenses, 
aS appears in respondent’s budget of $30,- 
868,000, and taxes of $2,818,000, gives an 
allowable annual gross revenue require- 
ment of $47,686,000. The operating rey- 
enue for the year 1922 being in actuality 
$42,530,000, and the unimpeached estimate 
of operating revenues for the year 1923 
being only $44,736,000. It would there- 
fore appear that. the company was not 
earning within approximately $3,000,000 
under the then rate of fare as much as it 
was entitled to receive under the com- 
mission’s findings, and the amount asked 
for under the proposed tariff would produce 
a gross revenue on these estimated figures 
of only $97,000 more than the amount we 
allowed them in 1923. 

The actual revenue for the full year of 
1923 was $45,246,723, the operating ex- 
penses were $34,071,661, leaving for met 
return $11,175,062, as against an allowable 
net return of $14,000,000. The applicant 
submitted that in 1924, with six months 
actual and six months still to go, the 
revenue which the company would receive 
under the old rate of fare is estimated to 
be $44,633,000, the operating’ expenses $33,- 
218,000, leaving available $11,415,000, the 
fair return which is likewise less than the 
amount which.the commission’s report and 
order of June 21, 1923, authorized. 

This 1924 estimate does not take into 
consideration certain increases in wages 
which the company maintains should be 
paid to its employees and which it has 
obligated itself to pay, and the deferred 
part of which is claimed, to be $1,516,000. 
It was claimed on the part of the company 
that under that agreement entered between 
the representatives of the city and the com- 
pany, there was a loss growing out of the 
operation of the Frankford “LL” of $860,814, 
exclusive of diversion losses and that the 
increasing rental’ in the future would in- 
crease that amount. 


The important feature of the city’s 
cross-examining the Philadelphia Rapid. 
Transit’s officials on Sept. 4 was the 
effort to prove that the company’s in- 
come at present rates was more 
adequate to provide a margin for bet- 
terments than the company’s method 
of presenting statements and estimates 
would seem for the city officials to- 
indicate. Testimony was elicited from 
W. K. Meyers, to the effect that during 
1923 the company retired 357 cars and 
for these cars charged the renewal and 
depreciation reserve with $1,981,435. 
less $162,585 salvage. ‘ 

Robert F. Irwin, assistant city soli-. 
citor, in addressing the commission 
stated that as he had obtained from 
the witnesses the amount of revenue: 
in Philadelphia County he was anxious 
to get the same data concerning the 
other counties served by the company. 
C. C. Schaeffer, a traffic engineer for- 
the company, went exhaustively into the 
number and classes of passengers car- 
ried by the Philadelphia Rapid Transit in. 
Philadelphia and nearby counties and 
agreed to supply additional information 
about practices used in figuring pas- 
senger revenue from outside counties. 

At the second day of the hearing, 
Chairman Ainey remarked that the 
primary question at issue was whether 
the company should be permitted to- 
charge a higher fare and not the ques- 
tion of general valuation, the commis- 
sion already having fixed the value at 
$200,000,000, and 7 per cent having 
been declared a fair return. 

The argument on the application of 
the company for permission to increase 
its fare was started before the Public 
Service Commission on Sept. 2. At the 
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opening of the proceedings, Chairman 
Ainey of the commission ruled that 
the burden of proving the necessity 
for the fare increase was on the 
Philadelphia Rapid Transit. It was 
then that W. K. Meyers, vice-president 
of the company in charge of finance 


and accounting, gave figures to show 


| that the 


company was confronted 
by a $2,000,000 increase in operating 
expenses due to contractual wage obli- 
gation and to the need for 200 new 


- ears, 150 buses, building extensions and 


increased taxes. He told about the 
employees twice sacrificing wage in- 
ereases and referred to the condition 
of decreased riding. ‘He said further 
that there would be an increase in 
taxes in 1925 of approximately $130,- 
000. Coleman J. Joyce, general coun- 
sel, presented a review of the com- 
mission’s decision which established the 
present rate of fare. 

Day & Zimmermann, a Philadelphia 
engineering firm, has been retained by 
the city as expert consultant. 


Electric Railway Courses in 
Pennsylvania Universities 
The University of Pennsylvania and 
Temple University, Philadelphia, will 
establish courses in the operation, 
economics and regulation of public 
utilities in October. These courses will 


be under the auspices of the Pennsyl- ' 


vania Public Service Information Com- 
mittee and will cover the technical 
phases of the central station electric, 
electric railway and telephone utilities, 
and a comprehensive course dealing 
with the general business and eco- 
nomics common to all utilities. The 
courses are to be given by lecture by 
competent operators and executives. 
The course on the electric railway in- 
dustry will be introduced by W. C. 
Dunbar. It will include discussion of 


the importance and size of the in- 


dustry the development and com- 
plexity of organization and functions. 
The organization and executive depart- 
ments of electric railways will be dis- 
cussed by Mr. Dunbar. The subject of 
traffic and transportation will be 
handled by W. J. Bendle; electrical en- 
gineering, by H. G. Werner; mechanical 
engineering, by G. H. Stier, civil en- 
gineering, by J. H. M. Andrewsy 
materials, by B. J. Yungbluth; finan- 
cial functions and corporate records, 
by W. K. Myers; legal aspects, by T. 
D. Nesbit; claims, by J. J. K. Caskie; 
welfare, by Dr. A. A. Mitten; the motor 
bus as an adjunct to the railway, by 
J. A. Queeney. There will be a general 


_ résumé of the entire field by W. C. 


Dunbar. 


Higher Wages Promised 
P. R. T. Employees 


At the conclusion of the sixth annual 
picnic of the employees of the Phila- 
delphia Rapid Transit Company, Phila- 
delphia, Pa., Thomas E. Mitten said 
that the aims of the company were 
good wages and 100 per cent service, 
with every man measuring up to the 
highest standard in a constant effort 
to do his work best to serve the public. 
About 20,000 employees enjoyed the 
second day of the outing. Mr. Mitten 
said that wages next year would war- 
rant that worn uniforms be discarded 
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and that not less than three new uni- 
forms every two years be required. He 
said further that the management must 
do its part in securing the desired im- 
provements before the higher wage 
rate becomes effective. At the con- 
clusion of the first day, Mr. Mitten 
promised the men a wage of 77 cents 
next year. ' 


Work by City May Delay Chicago 
Suburban Electrification 


George Donohue of the South Park 
Board of Commissioners, Chicago, has 
announced that it is unlikely electrifica- 
tion of the Illinois Central suburban 
lines out of that city will be actually 
accomplished before 1926. Six or eight 
more weeks will be required to com- 
plete the tunnel under Michigan Ave- 
nue at Van Buren Street. The con- 
erete work has been completed on the 
west side of the tunnel, and only a few 
more days will be required to restore 
the street so that traffic can be re- 
sumed without interruption there. The 
contractors have begun excavation east 
of the sidewalk on the other side, and 
the work will proceed from there. The 
contract for the viaduct across 23rd 
Sireet, to connect with the proposed 
cuter drive, has been let to Avery 
Brundage, and the work has started. 


Agreement Reached on Railway 
Line for York, Ont. 


An agreement was recently entered 
into between the York township and 
the Toronto Transportation Commis- 
sion whereby York, Ont., is to finance 
the construction of railway lines in dis- 
tricts adjacent to Toronto and the 
Toronto Transportation Commission is 
to equip and operate them at a fare 
which will cover all costs. Three town- 
ship railways are covered by the 
present agreement. 

Of these three, one is the existing 
line to Lambton. The township is pur- 
chasing it from the Nationals for ap- 
proximately $20,000. It will be re- 
gaged to conform to the city standard, 
and the Guelph cars will cease to use 
it, making Lambton their terminus 
until the new suburban entrance is 
completed. The Lambton line will be 
equipped with Toronto Transportation 


Commission one-man cars and oper-- 


ated at a 8-cent fare. This will give 
Lambton residents a 9-cent fare to any 
point within Toronto. The new service 
will be in operation this year. 

The other two lines will be new and 
of standard city construction. Only 
one of them is likely to be completed 
in 1924. It will run from St. Clair and 
Oakwood Avenues to a point near the 
Newmarket line of the Canadian Na- 
tionals. The other line will follow the 
same route up Oakwood Avenue and 
branch off westward and will then run 
via Hillary Avenue and Weston Road 
to the Canadian Pacific Railway tracks. 
This route may be completed as far 
west as Dufferin Street this year. The 
fare on both the Oakwood systems will 
be 5 cents, making a total of 11 cents 
to any point in the city. 

Many York ratepayers are protesting 
against the scheme. Injunction pro- 
ceedings to prevent going ahead with 
the construction were heralded re- 
cently in the Attorney-General’s office. 
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Rights Sought to Carry Out 
$5,000,000 Chicago Program 


_ Officials of the Chicago Rapid Tran- 
sit Company, operating the elevated 
lines in that city, announced on Sept. 
5 their readiness to establish almost 
at once, service improvements which 
contemplate the expenditure of more 
than $5,000,000. In fact, application 
for approval of changes which “will 
increase the capacity of the elevated 
lines at least 30 per cent,” was filed 
with Commissioner of Public Works 
A. A. Sprague. Only a few minutes 
before, banker representatives of the 
surface lines’ owners notified Corpora- 
tion Counsel Francis X. Busch that the 
administration’s proposals to purchase 
the local railway properties had been 
rejected. 

Enlargement of station platforms of 
all branches and in the loop division 
to permit the operation of eight-car 
trains and the construction of a third 
main or express track on the Lake 
Street division are among the improve- 
ments contemplated by the elevated 
lines. Bids have been asked for 100 
new steel cars similar to those recently 
placed in service. 

B. J. Fallon, vice-president and gen- 
eral manager of the company, is quoted 
as follows: 

The company is now operating six-car 
trains in and out of the loop during: the 
morning and evening rush hours. The 
operation of eight-car trains will provide 
for more rapid transportation through the 
loop and upon other lines of the company, 
and will furnish better, quicker and more 
comfortable service to the public during 
the rush hours than is now possible with 
six-car trains. 

Approximately 25,000 more people can 

be carried into the loop in the morning 
rush period and out of the loop during the 
evening rush period with full eight-car 
operation. The company desires to put 
eight-car train operation into effect as soon 
as it can obtain the needed equipment and 
can complete the construction of the neces- 
Sary extensions of platforms. 
_ Traffic through the loop on the elevated 
lines is delayed by two things—interrup- 
tions at junctions and delays in loading 
and unloading of passengers. The average 
rush hour train is one of five or six cars 
under existing conditions. If we are per- 
mitted to extend our platforms it will be 
possible to eliminate the “stacking up” of 
trains at the loop junctions. Hight cars 
can be loaded and unloaded as fast as 
five cars. 

It is expected that the improvements 
with the 100 new cars can be in opera- 
tion before Aug. 1 next if no delay 
in the plans is occasioned by hesitancy 
by the city in granting permits. The 
new cars will cost approximately $2,- 
225,000, changes in old equipment an- 
other $1,100,000, enlargement of plat- 
forms $1,500,000, and $800,000 on the 
third track on the Lake Street division. 


Right of Ohio Cities Over Buses 
Defined 


Ohio cities have no right to enforce 
traffic regulations interfering with 
routes established for jitneys by the 
State Public Utilities Commission. The 
Court of Appeals of Ohio so ruled on 
Sept. 9 in the case in which Youngs- 
town has fought to exclude the jitneys 
from the downtown section. 

The court holds that routes estab- 
lished in the licenses granted to jit- 
neys by the commission have the force 
of a state law under the Freeman- 
Collister act, and therefore cannot be 
nullified by a city ordinance. 
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Subway Readjustment 
Suggested 


Brooklyn Company Would Revise Con- 
tract Under Which Lines Are Now 
Run—Ready to Finance 


G. M. Dahl, chairman of the executive 
committee of the Brooklyn-Manhattan 
Transit Corporation, has offered to 
confer with city officials of New York 
on “readjusting” the existing subway 
contracts with the city. He made pub- 
lic the terms of his proposal on Sept. 
11. Mr. Dahl said: 

We do not like the contracts any more 
than you do, but, notwithstanding that 
fact, we have faithfully carried out all the 
provisions of the contract on our part. 
However, when two parties to a contract 
are dissatisfied with it the sensible and 
businesslike thing to do is to get together 
In an effort to readjust the contract. This 
we are perfectly willing to do. We be- 
lieve it to be in the interest of the people 
of this community. 

Mr. Dahl, after pointing out the 
city’s difficulties in financing new sub- 
way construction, offers to meet the 
Mayor and the Board of Estimate in an 
effort to work out a contract, fair and 
in the interests of the public, under 
which the company itself will be able 
to provide funds not only for the equip- 
ment but also for the construction of 
subways which are so urgently needed. 
The position of the officers of the com- 
pany is that it is entirely possible to 
work out a plan whereby it will be 
necessary for the City of New York to 
finance future subway construction. In 
speaking for the company Mr. Dahl 
said it was in'a position to make a firm 
commitment as to a substsantial sum 
of money. 

Following a three-hour conference on 
Sept. 8 between members of the Board 
of Transportation and representatives 
of the Brooklyn-Manhattan Transit 
Corporation on the subject of bus 
operation with free transfer privileges 
to and from existing transit lines, the 
following questions were propounded 
by the board to the railway: 


1. Will the B.-M. T. Company grant trans- 
fers from the bus lines which it proposes 
to establish to the rapid transit lines now 
under its control and from those lines to 
the proposed bus lines for a single 5-cent 
fare, the fares received by the bus lines 
for which transfers are given and used to 
be accounted for by the B.-M. T. as revenue 
or earnings received by it under Contract 


Nowa? 
2. Will the B.-M. T. Company grant 


transfers from the bus lines which it pro- 
poses to establish to the trolley lines oper- 
ated by it, and from those lines to the 
proposed bus lines without extra charge for 
such transfer? 

The questions were presented in con- 
formity with Mayor Hylan’s letter to 
the Board of Transportation, in which 
the Mayor directed the board to “look 
into the possibility of an extension of 
bus service which will entail no expense 
in addition to that already borne by 
the traveling public . .. and whether 
the companies are willing to provide 
additional service without additional 
charge.” 

The meeting was the result of Chair- 
man Delaney’s letter to representatives 
of the Interborough Rapid Transit 
Company, the B.-M. T. and the Third 
Avenue Railway for conferences. 

The discussion was limited to the re- 
cent proposal of the B.-M. T. for a 
franchise to operate three bus lines as 
feeders to rapid transit lines. 
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No date was fixed for the next con- 
ference with the B.-M. T. representa- 
tives. 

During a hearing on Sept. 2, A. T. 
Davison, of counsel for the Third Ave- 
nue Railroad, announced the incorpora- 
tion of the Surface Transportation 
Corporation, a subsidiary of the Third 
Avenue Railroad, and said that it would 
apply to the Board of Estimate for 
franchises to operate 19 bus routes 
for a total of about 50 miles in upper 
Manhattan and the Bronx. Mr. Davi- 
son added that if the city would grant 
franchises to the new company it pro- 
posed to establish bus lines throughout 
the Bronx to connect with the surface 
railroad system in that borough, which 
is entirely controlled by the Third Ave- 
nue Railway. It is proposed.to charge 
a 10-cent fare on a large part of the 
system and give free transfers between 
the bus lines and the surface lines. 
Passengers also may transfer from 
trolleys to bus and from bus to trol- 
leys. The company’s plans provide also 
for several bus lines in upper Man- 
hattan, including one to the Dyckman 
Street ferry. One of the chief bus 
routes would be established on the 
Grand Concourse, Mr. Davison said. 
The new company was incorporated in 
Albany on Aug. 27. The proposed bus 
routes were outlined in the application 
filed by the company with the Board of 
Estimate on Sept. 8. 


Extension of Bus Service in 
Milwaukee Unnecessary 


Further extension of bus service by 
the Milwaukee Electric Railway & 
Light Company in the upper east side 
district of Milwaukee is characterized 
as unnecessary by the Railroad Com- 
mission of Wisconsin in a report to 
the utilities committee of the Common 
Council on the bus situation in Mil- 
waukee. The commission says that any 
further extension of bus service in that 
section of the city would tend to in- 
crease the cost of railway service, with 
the result that railway fares would have 
to be increased or the present standard 
of service reduced. The upper east 
side district is now served by two 
car lines, six or eight blocks apart. 

The commission believes that many 
railway patrons would gain nothing 
from the bus service, but that they 
would suffer should the railway service 
be curtailed or the fares increased. A 
bus service between the two railway 
lines. would be particularly unfair to 


the patrons of the railway lines which © 


the buses would parallel. 

The commission pointed out that the 
demand for bus service came largely 
from ‘normal school teachers and 
pupils who would have to walk just as 
far to the buses as to the street cars 
The state body emphasized the fact 
that at least twenty other sections 
of the city are entitled to bus service 
if the lines in question are to be ex- 
tended. It advised that in the event 
any bus franchises were granted they 
could go to the railway. In the event 
the Council decides to disregard the 
bus report of the commission and 
rules that buses should be extended on 
the east side route, the commission 
Suggests acceptance of the route laid 
down by the company in its bus appeal. 
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Pay-as-You-Please Bus 
Restrained 


Judge Frederick C. Valentine of the 
Los Angeles Superior Court issued an 
injunction on Aug. 25, restraining the 
Independent Bus Company from operat- 
ing on a “pay-as-you-please basis” 
from Los ,Angeles to Culver City and 
Venice. The injunction was secured 
at the instance of the Pacific Electric 
Railway. It holds good until the Rail- 
road Commission acts on the applica- 
tion made by the community bus lines 
for an operating permit. At the same 
time the railway has applied for rights, 
for a bus line over a similar route as 
previously operated by the free bus 
system. The court’s injunction re- 
quired the railway to deposit a bond 
of $7,500. 

The buses will continue to operate, 
however, under a Culver City franchise 
which allows them to charge 10 cents 
for trips within the city’s corporate 
limits. This franchise was granted by 
the city trustees of Culver City to the 
free community bus line—to operate 
buses for a period of ten years on 
Washington Boulevard within the cor- 
porate limits. The project and sub- 
sequent struggle between the bus line 
and the railway company have been 
referred to previously in the ELECTRIC 
RAILWAY JOURNAL. 

The court’s temporary decision en- 
joins the “free” buses from operating 
for a profit and prohibits them from 
having a receptacle for the collection 
of a fare. It was decided that the 
buses were operating under a tech- 
nicality and must be rated as common 
carriers by the California State Rail- 
road Commission before the courts will 
lift the injunction. 


The railway contended that the de- 
fendants were soliciting fares from 
passengers on the buses by placing fare 
boxes in conspicuous locations on the 
vehicles; also, they further alleged the 
bus lines were operating without a 
permit or franchise from the State 
Railroad Commission, and offered sev- 
eral affidavits to the effect that the 


bus lines had solicited passengers 
through the use of. posters and 
“spielers.” 


The bus line set up a defense that 
while it received contributions from 
passengers it did not solicit them. 

The case against the bus line is re- 
garded as a test of the legality of any 
community bus to operate in the State 
of California. Should the decision go 
against the respondent, it will eliminate 
other community bus lines that are 
operating in southern California. 

The community bus line has its head- 
quarters in Culver City, a point mid- 
way between Los Angeles and Venice, 
the beach city terminus of the bus line, 


Franchise Matter Contended in 
Omaha.—City Commissioner Koutsky 
of Omaha, Neb., says he will ask the 
next session of the State Legislature 
for a law to permit the city of Omaha 
to vote a new franchise for the Omaha 
& Council Bluffs Street Railway. The 
company claims a perpetual franchise 
on Omaha’s streets, whereas the city 
claims the present franchise expires in 
1928. 


‘September 18, 1924 


Millions Transported in Railway 
Aerial Stunt 


Broadcasting to increase traffic on its 
‘lines is not the motive of the Third 
Avenue Railway, New York, N. Y., in 
entering the radio field. A_ utility 
which operates 350 miles of track and 
carries more than 1,000,000 passengers 
a day would hardly need such ad- 
vertisement. In this vein did S. W. 
Huff, president of the company, open 
Station WEBJ on Sept. 9. Rather did 
he stress efficiency and safety of trans- 
portation as the reason for the com- 
pany’s own staff erecting on the roof 
of its shop at 130th Street and Third 
Avenue a broadcasting station from 
which educational talks along transpor- 
tation lines will be sent over the air 
to instruct the people of this great city 
on traffic problems and allied subjects. 
In addition he said that WEBJ would 
function like a company house organ 
and seek to foster better relations be- 
tween the management and its 4,000 
employees, practically all of whom 
have their own receiving sets. 

The company’s preliminary an- 
nouncement that popular programs 
would be broadcasted every Tuesday 
and Friday nights was fulfilled on 
Sept. 9, when the radio audience had 
two hours’ entertainment starting with 
Richard R. Blythe and ending with some 
splendid musical numbers by the Rivoli 
Ensemble. It was Mr. Blythe who, as 
captain of the aviation squadron, went 
out to escort the pioneer round-the- 
world fliers over New York. He related 
this experience. Some jazz thrills 
were furnished by Henriette Turner, 
the Ukelele Girl, and by Breen’s Syn- 
copators, with the saxophone, piano, 
banjo and violin, all wailing at once 
“T Can’t Get the One I Want.” Before 
the syncopators were let loose, Barron 
G. Collier, second police deputy commis- 
sioner, gave an instructive talk on pre- 
vention of street accidents where auto- 
mobiles and electric cars are involved. 
He referred to his intention of giving a 
prize next June to the school with the 
best safety record and to his plan to 
start a safety drive within a few weeks, 
exacting a pledge from all automobile 
drivers to observe traffic laws and regu- 
lations. / 


Bus Operation by Railway Is 
Planned in Columbus, Ga. 


R. M. Harding, manager of the 
Columbus Electric & Power Company, 
Columbus, Ga.; F. U. Garrard and A. 
S. Bradley recently filed a petition in 
the Superior Court for a charter for 
the Columbus Transportation Company 
to operate buses for passenger trans- 
portation in the city of Columbus and 
immediate neighborhood. The recent 
State Legislature passed an enabling 
act whereby street railway companies 
can own and operate buses directly or 
indirectly by owning stock in bus 
transportation companies. The plan 
calls for the purchase of three buses 
of the latest type to operate two routes 
in the business section and in certain 
residential districts. If the two pro- 
posed routes prove successful it is said 
buses will likely be introduced in other 
sections of the town. It is intended to 
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charge the same fare on the buses as 
is being charged on the railway cars 
and arrangements will be made _ be- 
tween the bus company and the rail- 
way so that transfers can be used. 
It is hoped to put the buses in opera- 
tion before the end of the present year. 


Appeal of Ottawa Company 
Upheld 


By a vote of five to three, the Town 
Council of Eastview, Ont., has decided 
to renew negotiations with the Ottawa 
Electric Railway for the operation of 
railway service in Eastview on a 
straight 5-cent fare basis, with a special 
ticket rate. Recently, Judge Wright 
upheld the appeal of the Ottawa Hlec- 
tric Railway against the Eastview 
by-law, under which the railway was 
fined for operating buses through 
Eastview without a license. The court 
ruled that the municipality had ex- 
ceeded its powers in passing the by- 
law, though the Legislature appears 
to have recognized the right, the court 
said, of a municipality to license the 
vehicular traffic carried on entirely 
within its limits, but asserted the 
right of the province to license inter- 
city traffic. The company has with- 
drawn its buses temporarily. Follow- 
ing the court action the Eastview Town 
Council decided to negotiate for rail- 
way service. 


Temporary Bus Permits Have 
No Attraction at Buffalo 


Although Mayor Frank X. Schwab 
of Buffalo has declared a transporta- 
tion emergency exists in Buffalo and 
has offered to grant permission to any 
individual or company to operate buses 
on Delaware and Delevan Avenues, 
neither the International Railway nor 
the VanDyke Motor Bus Corporation 
will avail itself of the opportunity 
presented by the Mayor. 

Both companies have been seeking 
bus rights, but they have informed the 
municipal authorities they will not, 
make the investment in double-deck 
buses needed to operate on the two 
streets unless a franchise is secured 
from the city. They say the courts 
already have ruled that the Mayor is 
without authority to declare a trans- 
portation emergency exists and grant 
temporary permits for buses while 
street cars are being operated on 
schedule over regular routes. 

The proclamation of Mayor Schwab 
says in part: 

In view of undisputed evidence that 
buses are needed on Delaware Avenue and 
Delevan Avenue, I hnereby declare an 
emergency exists which must be met 
immediately, and which can be met only 
by affording opportunity for the operation 
of bus lines on these streets. 

As Mayor of the city of Buffalo, I invite 
all persons or corporations desiring to fur- 
nish bus service on these streets to apply 
to me at once for permission to operate on 
these streets so that I can forward such 
applications to the Council at its next meet- 


ing and ask for prompt and favorable 
action on just and reasonable terms. 


Even so-called jitney operators who 
provided bus service in Buffalo during 
the strike of the employees of the 
International Railway two years ago 
have failed to avail themselves of the 
opportunity to engage in the transpor- 
tation of passengers. At the time of 
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the strike the courts ruled against the 
municipal authorities in declaring a 
transportation emergency and hundreds 
of bus operators were arrested. and 
fined on charges of contempt of court. 
Only a short time ago, when a similar 
proclamation was made by Mayor 
Schwab, the VanDyke company started 
buses in Bailey Avenue, but these were 
promptly stopped by the court when 
complaint was made by the Interna- 
tional Railway. 


Bus Rights Sought by East 
St. Louis Railway 


The East St. Louis Railway has 
notified the City Council of East St. 
Louis, Ill., that it has applied to the 
Illinois Commerce Commission for a 
certificate to operate buses on Tenth 
Street between Piggott Avenue and 
Missouri Avenue, in East St. Louis. 
At present there are no street car 
tracks on that section of Tenth Street. 

The new bus line will furnish a 
connection with the St. Louis Municipal 
Bridge, which touches East St. Louis 
at Tenth Street. At present street car 
patrons can get to the Municipal 
Bridge via the Main Street car line, 
but that route is indirect and -necessi- 
tates many blocks of extra riding. 

The Community Motorbus Company, 
Belleville, has applied to the Illinois 
Commerce Commission for permission 
to operate buses through East St. 
Louis from Belleville to the St. Louis 
Municipal Bridge. This company has 
also applied to the Board of Public 
Service, St. Louis, to cross the Munic- 
ipal Bridge and loop through the St. 
Louis business district via Seventh 
Street and Washington Avenue. A 
public hearing was held on the latter 
application on Aug. 26, but no one 
appeared to speak for or against the 
permit. 


Two Fare Petitions in 
Niagara Falls 


Two petitions are being circulated, 
one favoring suspension of the 5-cent 
fare clause in the franchise of the 
International Railway in Niagara Falls 
and one opposing such action on the 
part of the municipal authorities. The 
petition favoring suspension of the 
5-cent fare clause is being circulated 
by large industrial plants and mer- 
chants of the city who say that if it is 
true the company cannot make oper- 
ating expenses on the local lines, there 
is danger that the Public Service Com- 
mission will allow the company to 
abandon other lines in the city. The 
company already has abandoned one 
local line with the consent of the 
Public Service Commission. 

No action will be taken by the City 
Council of Niagara Falls on the ap- 
plication of the company to have the 
5-cent fare clause in the franchise 
vacated so as to enable the company 
to appeal to the Public Service Com- 
mission for a higher rate of fare in 
the city of Niagara Falls. The com- 
pany proposes a fare similar to that in 
Buffalo where a 7-cent cash rate is in 
effect with four tokens for 25 cents and 
free transfers. 
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Services Honored.—Employees of the 
Monongahela-West Penn Public Service 
Company, Clarksburg, W. Va., their 
families and friends recently gathered 
at the annual outing and paid respects 
to a score of men who had been in the 
service of the company for 20 years or 
more. One of the features of the 
program was the presentation of vet- 
erans’ badges to those who had rounded 
out their 20 years of service during 
the past year. Among the honored 
ones was George M. Alexander, presi- 
dent of the company. 

Bus Starts on Regular Route.—The 
Beaver Valley Traction Company, New 
Brighton, Pa., put into service on Aug. 
24 a bus to run over a regular route 
from Sewickley to Beaver,: making 
stops at Leetsdale, Ambridge, Monaca, 
Colona, Rochester, New Brighton, 
Beaver Falls and Beaver. The project 
was referred to in the ELECTRIC RAIL- 
WAY JOURNAL, issue of May 17. The 
bus, one of three to be constructed by 
the E. J. Thompson Company, is 
equipped to carry 25 passengers. The 
body is mounted on a Pierce-Arrow 
special chassis and costs approximately 
$9,000 complete. 

Closer Co-operation Sought. — Em- 
ployees on the Holland and Kalamazoo 
divisions of the Michigan Railroad have 
organized to develop a closer co-opera- 
tion between the company and the men. 
The Holland organization, the older of 
the two, was organized about three 
months ago and now includes about 80 
per cent of the employees. Clubrooms 
have been provided at Holland and this 
winter a variety of social functions is 
planned. The Kalamazoo organization 
is a bit younger, but has as charter 
members about 60 per cent of the men 
in the division and others are fast sign- 
ing up. This organization has decided 
to go into the mutual benefit idea for 
sick or disabled workers. 

Time Extended for Substituting 
Buses.—An extension of time has been 
granted to the Union Traction Company 
of Santa Cruz, Cal., until Dec. 31, 1924, 
in which to accept a certificate for the 
operation of buses as a substitute for 
the abandonment of railroad service. 

Bus Permit Denied—Railway Service 
Adequate. — The Corporation Commis- 
sion of Oklahoma has denied the appli- 
cation of F. H. Hood, operating the 
Lincoln Park stage line, for a certificate 
of convenience and necessity to carry 
passengers between Oklahoma City and 
Lincoln Park. The reasons assigned by 
the commission are that the Oklahoma 
Railway operates half-hour service 
from Oklahoma City to the park and 
that public necessity does not demand 
nor public convenience justify the 
granting of a certificate. 

Wants to Run Fifteen One-Man 
Cars.—The Macon Railway & Light 
Company, Macon, Ga., recently peti- 
tioned the City Council to permit the 
operation of fifteen one-man cars, as 
an economical measure. The petition 
said that the increased use of auto- 


ELECTRIC RAILWAY JOURNAL 


mobiles in the city was making heavy 
inroads on the company’s revenue. 
During July, 1920, approximately 772,- 
000 passengers rode street cars, accord- 
ing to the petition, but since that time 
the increased use of automobiles had 
brought about a gradual decrease and 
that during July of this year the num- 
ber of passenger totaled only 510,000. 

One-Man Type in Operation.—The 
last remaining city line of the Worces- 
ter Consolidated Street Railway, Wor- 
cester, Mass., on which cars with two 
men have been run went over to the 
one-man type of car on Sept. 7. On the 
main line two-men cars are being op- 
erated from 11 a.m. to 8 p.m. week 
days. One-man cars are used the re- 
mainder of the time. 


Danbury Electrification Formally An- 
nounced.—The New York, New Haven 
& Hartford Railroad will immediately 
complete the electrification of its New 
York Division by the extension of the 
present electrification from Norwalk to 
Danbury, Conn., a distance of 23 miles. 
Engineering work necessary in advance 
of actual construction is now progress- 
ing. Operation of this branch elec- 
trically will avoid necessity of change 
of engines at South Norwalk and will 
afford patrons in this section of Con- 
necticut service similar to that being 
given on the other electrified lines. 
Official announcement to this effect was 
made on Sept. 8, but the fact that the 
new work was about to be carried out 
has been referred to previously in the 
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Wages Increased.—Trainmen in the 
employ of the Public Service Corpora- 
tion of San Antonio, Tex., will accept 
the company’s offer of wage increases 
of 3 cents and 8 cents an hour for 
operators of two and one-man cars, re- 
spectively. Working conditions, against 
which the employees had also com- 
plained, will remain unchanged. Under 
the agreement putting into effect the 
wage increase each trainman will re- 
ceive one blue serge uniform a year. An 
adjustment on seniority rights.is also 
made. Bus drivers and repairmen will 
participate in the wage increase. The 
wage increase becomes effective im- 
mediately. 


Files Fare Protest—The Mayor and 
City Council of Johnstown, Pa., filed 
on Sept. 2 with the Public Service Com- 
mission a complaint against the Johns- 
town Traction Company alleging the 
increase in fares was unjust. The new 
rates were effective Sept. 5. The 
tariff provides for an increase to 10 
cents or four tickets for 30 cents. The 
old rate was 7 cents with four tickets 
for 28 cents. Special tickets to schooi 
children remain at 5 cents. The petition 
of the company and the explanation 
by Manager Shannon for the increase 
in rates were referred to in the ELEc- 
TRIC RAILWAY JOURNAL, issue of Aug. 16. 


Seeks Permission for Bus as Feeder. 
—The Binghamton Railway Bus Lines, 
Inc., made application on Sept. 9 to the 
Public Service Commission for permis- 
sion to operate a bus line in the village 
of Johnson City, Broome County. It 
is proposed to operate the line in co- 
ordination with the Binghamton Rail- 
way’s present electric railway system, 
the bus line acting as a feeder. Two 
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buses will be operated and a 6-cent fare 
will be charged, with free transfers 
to and from the present Binghamton 
railway lines. 

Orange-Colored Cars for Boston.— 
The Boston Elevated Railway an- 
nounced on Sept. 5 that hereafter it 
would paint the cars of its surface lines 
orange instead of green. General Man- 
ager Edward Dana said the change in 
color was to increase visibility and thus 
prevent accidents. He also believed 
orange would be more attractive. 

Parades Prohibited on Downtown 
Streets—Parades in the downtown 
district of Los Angeles were banned 
by action of the City Council on Sept. 
2, when an ordinance was adopted de- 
claring the territory bounded by Sunset 
Boulevard, San Pedro Street, Pico and 
Figueroa Streets to be kept free from 
parades. The ordinance provides, how- 
ever, that on occasions of exceptional 
national interest a special permit can 
be given by the City Council for the 
use of the downtown streets. Here- 
after South Figueroa Street and the 
Coliseum will be used chiefly for 
parades. ~This will eliminate inter- 
ference with downtown business and 
transportation. Adoption of the ordi- 
nance was urged by police and fire de- 
partment officials and downtown busi- 
ness houses. 


Franchise Granted—The Texas In- 
terurban Company, which is electrify- 
ing the Dallas-Denton branch of the 
Missouri, Kansas & Texas Railway, has 
asked the city of Denton for a fran- 
chise, which has been approved. An- 
nouncement is made that the route of 
the interurban line in the city limits of 
Denton after it leaves the tracks of the 
steam railway will be changed from 
East Oak Street to McKinney Street, 
The interurban company has purchased 
a site on Ash Street, immediately north 
of the Federal Building, for a modern 
brick passenger and baggage station. 
Work of electrifying the line is going 
forward rapidly, according to Richard 
Meriwether, vice-president and general” 
manager of the Dallas Railway. It is 
expected that cars will be put in opera- 
tion early in October. ' 


_ Bus Permits Denied.—The Corpora- 
tion Commission has again refused to 
cripple existing transportation lines by 
authorizing unnecessary motor com- 
petition. Messrs. Harrell and Giles were 
refused permission to operate between 
Oklahoma City and Norman because 
the present electric and steam service 
was held adequate. 


Safety Plans Approved.—Samuel 
Riddle has announced that electric rail- 
ways and other public utilities have ap- 
proved the plans adopted and will co- 
operate to insure the success of the pro- 
gram, which will start Sept. 28 and end 
Oct. 4. He said the plans include post- 
ing safety signs on the front of all cars 
and messages to the public on the 
inside of the cars. In addition safety 
buttons, banners and parades will fea- 
ture the celebration. Mr. Riddle is 
vice-president of the Louisville Railway 
and chairman of the committee repre- 
senting the public utilities of Louis- 
ville on the general arrangements com- 
mittee for the safety education week 


demonstration and the National Safety 
Council. 


\ 
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Railway Opposes Bus Proposal.— 
Application has been made to the Lock- 
port City Council and to the Public 
Service Commission by the Iroquois 
Indian Trails Motor Coach Company, 
Inc., Buffalo, for permission to operate 
de luxe buses between Buffalo and Ol- 
cott Beach via Lockport, a distance of 
about 40 miles. The International 
Railway, Buffalo, objects to the grant- 
ing of the proposed franchise on the 
ground that the buses would compete 
with cars of the Buffalo-Lockport 
and Lockport-Oleott interurban divi- 
sions of the company. 


Ordinance Can’t Be Put on Regular 
Ballot——The City Council of Tacoma, 
Wash., has been advised by James W. 
Selden, prosecuting attorney and legal 
adviser of the Pierce County election 
board, that the car ordinance which 
the Tacoma Railway & Power Company 
desired to get before the voters on 
Sept. 9 cannot be placed on the regular 
election ballot and neither can it be 
handled in any official way by the 
board without endangering the regular 
election to the point of invalidation. 
He advised that if the company wants 
to put up its own ballot boxes 50 ft. 
away from the election polls, have its 
representative there and its own offi- 
cials to check up the results of the 
vote, the matter could be handled in an 
unofficial way. The ordinance which 
the company is endeavoring to have 
adopted would change its franchise 
obligations to the extent of relieving 
the company of certain taxes, of some 
paving obligations and of carrying city 
employees on its lines free of charge. 

Will Use Buses.—The Olean, Brad- 
ford & Salamanca Railway, Olean, 
N. Y., which recently petitioned the 
Public Service Commission for permis- 
sion to abandon its line between Sala- 
manca and Little Valley, N. Y., now 
oan to replace the trolley service with 

uses, 


Jitney Licenses to Run Five Years. 
—Under an amendment to the “for 
hire” vehicle ordinance passed recently 
by the Tacoma City Council, jitneys can 
be licensed for periods’ of five years 
hereafter instead of only one year. 
Mayor A. V. Fawcett was sponsor for 
the new provision, asserting that bus 
owners were unwilling to make the in- 
vestment necessary for high-class buses 
with licenses running only one year and 
that he “needed more leverage to make 
the Tacoma Railway & Power Company 
do the right thing by’ Tacoma.” The 
amendment also carried a provision re- 
quiring the consent of the Council to 
the transfers of licenses. Operation of 
competitive jitneys is one of the things 
which the Tacoma Railway & Power 
Company desires eliminated through a 
new franchise ordinance. 


Plan for Express Service Opposed. 
In a letter to the secretary of the Mary- 
land Public Service Commission, L. H. 
Palmer, vice-president and general 
manager of the United Railways & 
Electric Company, Baltimore, has re- 
jected a plan recently advanced by some 
patrons of the Emory Grove line to 
establish express service in the city 
zone by side tracking local cars to let 
the express car pass. He pointed out 
that if the present service were made 


“two fares as you enter” on outbound 
cars in the evening and “no stops to 
receive passengers” in the city fare 
zone in the morning, the cars would 
be operated, on the average, with less 
than seated loads in the city zones dur- 
ing the rush hours. This would result 
in discrimination against local riders. 


Want Railway, Not Bus Line.—Resi- 
dents in the North Salem District of 
Oregon have announced their strong 
opposition to the application of the 
Southern Pacific Company for per- 
mission to abandon its trolley service 
on Seventeenth Street. Petitions signed 
by more than 500 persons opposing the 
move have been prepared. In lieu of 
its present street car service, the com- 
pany has agreed to éstablish bus serv- 
ice, but this mode of transportation is 


not satisfactory to the patrons of 
the line. 

No Ruinous Competition to Be Al- 
lowed. — The City Commissioners of 


Oklahoma City, Okla., have under con- 
sideration a proposed ordinance to 
govern the operation of buses within 
the city. The measure as originally 
introduced provided for $50,000 bond 
to indemnify paSsengers and the citi- 
zens against injury and damage, and 
an occupation tax of $30 per year for 
each seat provided in the vehicle. It is 
understood that both figures have been 
substantially modified but final figures 
have not been agreed upon. Members 
of the commission are said to. favor 
giving the buses a fair trial, but desire 
to avoid crippling the electric railway 
system. It is understood that as a pro- 
tection to the electric railway company 
buses will be permitted to operate only 
on streets where it is considered that 
they could operate without creating 
competition ruinous for the electric 
railway company. 


Public Utility Course in Evanston.— 
The Northwestern University, Evans- 
ton, Ill., will establish a collegiate cur- 
riculum in public utilities and utilities 
management in its school of commerce. 
The principal studies to be undertaken 
in this new field will be the economics 
of public utilities, public relations of 
public utilities, public utility account- 
ing, public utility finance, public utility 
law and public utility operation and 
management. These subjects will be 
taught by men who are prominent in 
the utility field and by nationally 
known educators. Dean Heilman of the 
university says that a strong feature 
of the new department at Northwest- 
ern will be “original investigation, 
scientific research and impartial in- 
quiry into those problems of utilities’ 
operation, management and public rela- 
tions which are of vital public impor- 
tance.” 


Rewarded for Safety Efforts.—Oper- 
ating its cars in Milwaukee, Wis., for 
sixty days over nearly 20,000 miles 
without a single accident, members of 
team “A” and “B” of the Chicago, 
North Shore & Milwaukee Railroad 
were rewarded with a banquet for their 
accident prevention efforts during a 
contest which was in force during 
that time. Four teams were in this 
safety contest, which was limited to 
men operating the company’s one-man 
city cars in Milwaukee. ; 


Foreign News 


i 


London Railway Opens 
New Extension 


The extension of the London Electric 
Railway from Hendon to Edgware was 
opened for traffic early in August. This 
completes the northern extension of 
the Charing Cross & Hampstead Rail- 
way and opens three new stations. The’ 
Edgware extension has taken 22 
months to construct and with the ex- 
ception of a tunnel 0.62 mile long is 
entirely above ground. The line is al- 
together 3.05 miles long and has cost 
well over £600,000 to build and equip. 

An interesting feature of the new 
railway is that the electrical energy 
will be obtained from the Burnt Oak 
substation, which has been equipped 
with 1,200-kw. rotary converters with 
supervisory control from Golder’s 
Green, nearly 4 miles away. 

Considerable development of the new 
areas served is expected to follow this 
latest underground venture. Town- 
planning schemes have been framed 
and houses and shops are springing up. 


Traffic Conditions in Paris 
to Be Improved 


Several improvements for the relief 
of street and underground traffic condi- 
tions in Paris are being considered. It 
is probable that many lines of street 
cars penetrating the crowded center 
of the city will be eliminated and the 
service taken care of by additional 
motor buses. A beginning has been 
made on the Rue Reaumur and the Rue 
Quatre Septembre line from the Place 
de la République to the Opéra, buses 
having been substituted for the street 
cars. 

The Council of the Department of the 
Seine has decided to abolish all steam 
railway grade crossings within the de- 
partment as a measure of safety and to 
speed up traffic. 

The extension of the Metropolitan 
Underground, Line No. 1, eastward 
from, Vincennes to the Marne, some 8 
miles beyond the gates of the city, will 
be the first of the real improvements 
linking the outer suburbs with the 
center. 


5 


Weekly Pass in Doncaster, England. 
—After being in operation for a year 
on the Doncaster tramways the weekly 
pass is reported to be satisfactory. 
About 1,126 passes are now being sold 
weekly as against 522 in August, 1923. 


Paris Fare Increases Reduce First- 
Class Passengers.—A diminished num- 
ber of first-class passengers of the 
Paris Metropolitan Subway has resulted 
from the increase in fares last spring. 
Trains now have four second-class cars 
and one first-class car. Statistics for 
the month of June, following the rise in 
fares, show an increase of second-class 
tickets sold of 1,177,461 more than in 
June, 1923; while 586,498 fewer first- 
class tickets were sold. 
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Bondholders Buy Erie Road 


Foreclosure of Properties Will Be Fol- 
lowed by Separation of the Inter- 
urban and the City Lines 


John McNaughton of the Equitable 
Trust Company of New York, acting 
for J. R. McDonald, president of the 
First National Bank of Erie, Pa., on 
Sept. 5 purchased all of the assets of 
the Buffalo & Lake Erie Traction Com- 
pany, Buffalo, at public auction under 
an order of foreclosure. The order of 
sale was signed by George D. Crofts as 
referee. The plaintiff in the fore- 
closure action was the New York Trust 
Company, represented by DeForest 
Brothers, New York; Morgan, Lewis & 
Bockius, Philadelphia, and Gunnison, 
Fish, Gifford & Chapin, Erie, Pa. 

The property sold includes all the 
franchises, right-of-way, equipment, 
lands and buildings on the line between 
Buffalo, N. Y., and Erie, Pa., together 
with these securities: 1,500 shares of 
common stock and 100 shares of pre- 
ferred stock of the Erie & Suburban 
Railway; 12,500 shares, being all the 
capital stock of the Erie Electric Motor 
Company; $58,000 of first mortgage 
bonds of the Hamburg: Railway; $10,000 
first mortgage bonds of the Buffalo & 
Lackawanna Traction Company; 3,459 
shares of common stock of the Buffalo 
& Lake Erie Traction Company; 4,041 
shares of stock of the Jamestown, 
Chautauqua & Lake Erie Railroad and 
550 shares of the Buffalo & Lackawanna 
Traction Company. 

The property was sold subject to cer- 
tain receivers’ certificates of the Buffalo 
& Lake Erie Traction Company in the 
amount of $310,000 which matured on 
Aug. 1, 1924, and subject to $150,000 
of receivers’ certificates which are a 
lien on the property known as the inter- 
urban system which also matured on 
Aug. 1, 1924. The sale was made sub- 
ject to the lien of certain taxes and 
other assessments levied against the 
system. 

The terms of the sale specified that 
no bids would be accepted unless the 
bidder deposited $100,000 as evidence 
of good faith or $750,000 par value of 
the first and refunding mortgage 5 per 
cent thirty-year gold bonds of the Buf- 
falo & Lake Erie Traction Company. 

On the day of the sale the Public 
Service Commission issued an order ap- 
proving the plan of the reorganization 
committee of the Buffalo & Lake Erie 
Traction Company whereby a new com- 
pany, the Buffalo & Erie Railway, will 
acquire and operate that part of the 
street surface railroad of the Buffalo 
& Lake Erie Traction Company extend- 
ing from the southerly line of Buffalo 
to the west bank of Six Mile Creek in 
Harbor Creek Township, Erie County, 
Pa. The line is about 81 miles long. 

The Buffalo & Erie Railway is au- 
thorized to deliver to the Metropolitan 
Trust Company, New York City, an 
indenture to secure an issue of first 
mortgage thirty-year sinking fund gold 


bonds to the value of $1,500,000 and is 
also authorized to issue securities to 
carry. through the transaction. 

This approval provides for carrying 
out only part of the plan. The full plan 
contemplates the organization of two 
new companies, designated in the plan 
as the Erie Company and the Interur- 
ban Company. The Erie Company will 
acquire the lines in the city of Hrie 
and the Interurban Company will ac- 
quire the purely interurban line. 

The Erie company will have a cap- 
italization of $5,000,000 of 6 per cent 
first and refunding mortgage sinking 
fund thirty-year gold bonds, of which 
$1,000,000 are “presently issued”; 
$1,500,000 of 7 per cent cumulative pre- 
ferred stock, of which $1,050,750 will be 
the initial issue, and $60,000 no par value 
shares of ,common stock. From the 
proceeds of $1,000,000 of the sinking 
fund gold bonds, and other moneys, the 
syndicate proposes to retire the re- 
ceiver’s certificates now a lien on the 
property of the Erie Company and to 
make available the $700,500 cash to be 
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received by the committee. The prop- 
erty will be subject to mortgages and _ 
other secured debt. : 

The Interurban Company’s capital- 
ization is to consist of $1,500,000 of 
first and refunding mortgage 6% per 
cent thirty-year sinking fund bonds, 
$800,000 of which comprise the initial 
issue; $1,500,000 of 5 per cent non-. 
cumulative preferred stock, of which 
$700,500 will be “presently issued,” and 
30,000 shares of no par value common 
stock. 

On the basis that all bondholders as- 
sent to the plan each holder of a $1,000 
bond of the Buffalo & Lake Erie will 
receive $150 par value of 7 per cent 
cumulative preferred stock of the Erie 
Company, amounting to 15 per cent of 
his holdings; 10 per cent in 5 per cent 
non-cumulative preferred of the Inter- 
urban Company, or a par value of 
$100; three shares of common stock of 
the Erie Company, no par value, hav- 
ing an estimated book value of $16.47 
a share and aggregating $49.41, and 
$30 cash on the basis of an estimated 
available balance for this purpose of 
$218,900. In other words, each holder 
of a $1,000-bond will receive new stock 
of-a par value of $299.41 and cash of 
approximately $30. 

The company has been in the hands 
of a receiver since 1915. 


Special Master’s Findings Questioned 


Exceptions Taken by Both City and Railway in Denver Case—Comments 
by Special Master of Much Interest—Case Under Way Seven 
Months—6,400 Pages of Testimony 


EITHER the officials of the city 

of Denver nor the officers of the 
Denver Tramway are pleased with the 
recent findings of Special Master in 
Chancery Henry A. Dubbs in the valua- 
tion case. The major objection on both 
sides is to the valuation fixed. The com- 
pany insists that the value should be 
$31,104,667. The city says that it is 
about $12,000,000. Judge Dubbs fixed 
the value at $20,105,707. ; 

The Tramway Company has filed ex- 
ceptions in the United States District 
Court. Receiver Ernest Stenger for 
the tramway also takes exceptions to 
the rate of earnings fixed by Judge 
Dubbs. The Judge said the return 
should be 74 per cent on the valuation. 
My. Stenger says that it must be 8 per 
cent. on the valuation he cites. The 
company insists that it has a perpetual 
franchise, while the city says that the 
franchise is good only for the 20-year 
period, 1906 to 1926. The city now 
says that there was never any need to 
throw the railway into the hands of a 
receiver and that there was no justifica- 
tion for the appointment of the special 
master. The court still has the 
master’s report under advisement. 


VALUATION THE IMPORTANT QUESTION 


The decision by the special master 
was referred to briefly in the ELEcTRIC 
RAILWAY JOURNAL for July 5, page 31. 
At that time a condensed tabulation 
was presented of the principal items 
entering into the valuation of $20,- 
105,707 found by the: special. master. 
The hearings extended through a 
period of seven months. Forty-five 


witnesses appeared and their tran- 
scribed testimony covered more than, 
6,400 pages. The exhibits numbered 
more than 300. The case is looked 
upon as being of great general interest. 
The fundamental question in the case 
was whether the ordinance rates re- 
sulted in such a low net revenue to the 
company as to cause an unjust return 
upon the fair value of the property 
used and useful in the public service. 
In other words, did the rates effect a 
confiscation of the use of that property? 
The underlying inquiry, therefore, was 
as to the value of the property, in- 
ventoried and valued as of the date 
fixed for the proceeding. In his review 
of the case the special master said 
that the presumption was that rates 
fixed by the city were fair and not 
confiscatory, and the burden was on 
the company to show the contrary. 
For the purpose of this review there 
appears to be no reason for going into 
the underlying history of the company, 
but the need does appear to exist for 
reciting some of the more recent moves 
in the history of the company. Shortly 
after Mr. Stenger was appointed re- 
ceiver of the company on Dec. 24, 1920, 
he presented a petition to the District 
Court of the United States for the 
District of Colorado for instructions, 
and, in substance, for injunctive relief 
against the ordinances of the city of 
Denver which purported to limit the 
fares to be charged by the tramway to 
a maximum of 6 cents for adults, and 
3 cents for children. Mr. Stenger al- 
leged that the fair value of the prop- 
erty of the city lines of the company 
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was in excess of $30,000,000 placed 
upon it as of Jan. 1, 1918, by engineers 
employed by the company in 1917. He 
asserted that the enforcement of the 
ordinance rates had left the company 
without money or means of credit to 
meet its-financial obligations. He also 


alleged that the net income of the com- 


pany, as depleted by that enforcement, 
was so small it really resulted in 
confiscation. In addition to other re- 
lief, he asked the aid of the court in 


_ carrying out what he alleged to be his 


| 


proper and necessary plan of charging 
fares of 10 cents for adults and 5 cents 
for children. 

The city and county of Denver inter- 
vened. It asserted that the ordinances 
in question were binding contracts, 
and that, therefore, the enforce- 
ment of their terms relative to fares 
violated no constitutional provisions, 
regardless of what rate of return the 
fares might produce upon the value of 
the company’s property. It also took 
the position that the fair value of the 
city lines of the company was less than 
$12,000,000 and that the rates in force 
produced a sufficient return upon the 
fair value. 


CourT ORDERED EIGHT-CENT FARE 


Upon a preliminary hearing, the 
court granted a temporary injunction. 
It adjudged that, until further order, 
the city authorities be enjoined from 
enforcing the ordinance rates; and it 
permitted the receiver to establish 
rates of 8 cents for adults and 4 cents 
for children, with free passage to chil- 
dren under six years, and with free 
transfers, and with an _ additional 
limitation making the rates 7% and 32 
cents, respectively, in case of the pur- 
chase of tickets or tokens. The court 
directed that the order should in no 
manner restrict the future exercise of 
_the power of the city to regulate rates. 
It proceeded upon the basis of the con- 
fiscatory character of the rates then in 
force. It left open the right of the 
city to act within constitutional limits, 
and it also left open the right of the 
receiver to question the legality of the 
result of any subsequent exercise of the 
city’s power. Since then, the city has 
‘not attempted to establish new rates. 

The order of the court was ,affirmed 
by the Circuit Court of Appeals. That 
court held that the ordinances assailed 
were not contracts binding the parties 
as to the fares to be charged, and that 
the company could not be held by them 
to rates which were confiscatory. 
Upon making a subsequent order rela- 
tive to final hearing, the trial court di- 
rected that the company’s property 
should be inventoried and valued as of 
Dec. 31, 1922. The cause was there- 
after referred upon the receiver’s peti- 
tion and the city’s answer, and Mr. 
Dubbs was appointed special master to 
take and report the evidence, with find- 
ings of fact and such conclusions of 
law as might be deemed essential to 
the proper advisement of the court. 

The record disclosed controversy on 
almost every matter of valuation 
presented, from that of the methods 
of valuation to be adopted, and the 
correct unit prices to be used, to that of 
the questions whether working capital, 
financing costs, going values, and other 


intangibles should be given weight. 
Mr. Dubbs said that no witness testi- 
fied to the present value of the prop- 
erty except as predicated upon some 
practically exclusive method of valua- 
tion. Each of them arrived at his 
conclusions from his assumed premise. 
Mr. Dubbs explained that consistent 
with their contentions that their chosen 
methods were exclusive, each litigant 
objected to the admission of evidence 
in line with the consideration of any 
factors but its own. The special master 
overruled both of them. He said: 

The wide breach between the parties re- 
quires a consideration of what constitutes 
value in cases of this character, and of 
how that value should be determined. Gen- 
erally speaking, the value of a thing is its 
worth; but the word carries no exact defi- 
nition. Unlike articles’’bought and _ sold 
in the open market, the valuation of the 
entire system of a public utility involves 
additional considerations. There are many 
cases in which, as here, the worth cannot 
be determined in dollars and cents “as a 
mere matter of formulas, but there must 
be a reasonable judgment having its basis 
in a consideration of all relevant facts.” 
The valuation proceeds upon the “fair value 
of the property” in public service. Minne- 
sota Rate Cases (Simpson vs. Shepard), 
230 U. S. 352, 434. 

To the special master the substance 
of the matter seemed to be that the 
law was as originally stated in Smyth 
vs. Ames and that, whatever the line of 
approach, the special evidence intro- 
duced on any one method or theory 
was, after all, mere evidence to be con- 
sidered, in sound judgment, in reaching 
the ultimate result of present value. 
In this connection the special master 
said: ; 

Neither that special evidence, nor the 
method of theory under which it is pre- 
sented, excludes the consideration of other 
proper evidence, or constitutes an exclusive 
measure. It is conceivable that there 
might be cases of unusual stability of con- 
ditions where, after giving full weight to 
all the evidence, it would appear that either 
original cost or present reproduction cost 
represented present value; but this case 
is not one of them. 

The city opposed any allowance for 
working capital and general stores. It 
contended that a street railway dif- 
fered from certain other utilities in 
that, generally speaking, it receives its 
revenues either in advance of or at the 
time the service was performed, and 
that its own expenditures were usually 
delayed, and that it thus accumulated 
a fund to take the place of ‘these al- 
lowances. The special master said that 
he saw no reason for refusing a fair 
allowance here and that to do so would 
impede the efficiency which the public 
has a right to expect. The stores on 
hand, however, appeared to him to be 
in excess of what should normally be 
expected, and to include items not 
properly and currently to be carried in 
such an account. For these two ac- 
counts he allowed $425,000 for general 


stores and $200,000 for working 
capital. 
ALLOWANCE FOR FRANCHISE Cost 


REDUCED 


The company figured franchise cost 
at $284,100. Mr. Dubbs found that the 
company was entitled to some allow- 
ance for the fair and necessary cost 
of securing franchises for its opera- 
tions, as distinguished from an allow- 
ance for the value of the franchises 
themselves, but the “speculative and 
vague estimates on which the large 


figures presented by the company are 
in part based” did not appeal to him. 
He excluded expenditures for the ac- 
quisition of franchises now expired, and 
treated the matter as governed by the 
fair and necessary cost of obtaining 
franchise rights for the present opera- 
tions. In this respect he agreed with 
the city’s counsel that it was improper 
to predicate value on the expenses of 
voluntary advertising, public speakers, 
and like matters, connected with cam- 
paigns to induce public approval of a 
proposed franchise. He said that the 
allowance should be limited to the fair 
cost of the matter as an ordinary busi- 
ness transaction. In his judgment the 
evidence warranted an allowance of 
value at $100,000, and no more. 


CLAIM FoR Cost OF FINANCING 
DISALLOWED 


From the claim for engineering and 
superintendence, the special master ex- 
cluded certain classes of property for 
the reason that they were either in 
the nature of cash allowances, or under 
the evidence did not require the ap- 
plication of this overhead charge. He 
regarded 5 per cent as the proper al- 
lowance and applying this item to the 
accounts against which it might prop- 
erly be set found for the company in 
the sum of $776,228. For administra- 
tion, organization and legal expenses 
he allowed $500,000 and for taxes dur- 
ing construction he allowed $275,000. 
This:sum he fixed on the basis of an 
average of years. 

Under the evidence, it was the judg- 
ment of the special master that three 
years was a reasonable construction 
period in the present case, and that the 
interest should be computed for half of 
that time. He found 6% per cent per 
annum to be reasonable as the rate to 
be allowed. For interest during con- 
struction he allowed $1,664,889. 

The special master disallowed en- 
tirely the claim of $2,000,000 for cost 
‘of financing. In this connection Mr. 
Dubbs said: 


The company asks credit in its general 
values for what it terms financing costs, 
which it fixes as high as $2,000,000. The 
figures are, in large measure, hypothetical 
estimates. Whether or not they include tech- 
nical discounts, the figures represent cash 
paid to bankers and underwriters for serv- 
ices and expenses in securing required funds. 
The testimony also discloses that they in- 
clude a consideration of the cost of find- 
ing markets for securities, inviting the 
public to invest, and matters of that nature. 
I have already made a valuation for admin- 
istration, organization and legal expenses. 

The present claim is, in substance, one 
for the cost of obtaining money for the con- 
struction of the plant. If the original cost 
of the property were the sole test of value, 
the question might be different; but here 
Wwe are concerned with the present value of 
the property. This remains the same 
whether the promoters had the cash to 
build, or whether, for lack of cash, they 
had to submit to expenses or exactions in 
procuring it. Such matters may be im- 
portant between the promoters and the un- 
derwriters, but they are not material here. 
We are attempting to find present value, 
and must assume a construction by persons 
financially able to construct. Otherwise, 
the more impecunious the organizers, and 
the more subject to excessive costs of pro- 
curing money, the greater would be the 
present value of the property. 
the claim, in its entirety. Galveston Elec. 
Co. vs. Galveston, 258 U. S. 388, Ce estat iis? 
of Minneapolis vs. Rand, 285 Fed. 818, 820. 


All claims made for the value of the 
franchise were disallowed. In this 
connection Mr. Dubbs cited both the 
Galveston Electric and the Georgia 
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Railway & Power Company cases. For 
going value the sum of $1,500,000 was 
allowed. The company contended for 
a sum between $3,000,000 and $4,- 
500,000 for this item. The city con- 
tested against any allowance on_ this 
account. In his consideration of the 
matter of going value Mr. Dubbs ex- 
cluded all consideration of past losses, 
and, in the present connection, the cost 
of erecting the physical system as a 
mere physically assembled concern; and 
also all items which have been other- 
wise valued. He also excluded any al- 
lowance for so-called “good will.” 
With respect to the outstanding 
capitalization Mr. Dubbs said: 


Little weight has been given to the matter 
of the stock and bonds of the company. 
The capitalization, as represented by the 
bonds and stocks upon which the company 
is obligated, is largely in excess of the value 
of the property as I find it, and it rests 
upon important assets in addition to those 
valued in this proceeding. In the present 
case, a consideration of this matter is there- 
fore of no real aid in determining the value 
of the city lines property. The present 
market value of stocks and bonds is also 
dependent on many considerations other 
than the actual value of a property. In 
large measure it may be controlled by the 
fact that a property is, or is not, being 
deprived of a just return. 


From the evidence, Mr. Dubbs found 
that the depreciable property, taken as 


a whole, was in 85 per cent of condi- 


tion new and should be charged with 
depreciation of 15 per cent. He found 
that the accrued depreciation amounted 
to $2,832,840. 

Mr. Dubbs said that it was apparent 
that with the allowance for annual re- 
serve for depreciation, the returns for 
1918, 1919 and 1920 ranged from a fig- 
ure of less than 5 per cent on the values 
as he found them to a figure of approxi- 
mately one-half of 1 per cent. Even 
if all allowance for going value were 
excluded, the returns during the above 
years of 5 and 6-cent fares were less 
than 43 per cent in 1918, less than 5 
per cent in 1919 and less than 1 per 
cent in 1920. 


In fixing the rate of return at 7% per 
cent the special master said: 


While a utility company may not in- 
sist that past losses be made up by present 
or future rates, that very fact tends to 
weaken credit, just as the fact that the 
utility may not be compelled to serve for 
confiscatory rates tends to support it. In- 
vestors take these things into consideration 
in determining whether they will invest in 
such an undertaking, but they cannot expect 
ake or reece dividends, or more than 
é reasonable profit fro 
devoted to public fo Pca BS ees 


In conclusion Mr. Dubbs said: 


th his petition, the receiver asked pro- 
tection in increasing fares, and the court, 
in its preliminary order, permitted the rates 
as they now stand. I do not understand 
that it is for me to pass upon the question 
as to what rate should be authorized dur- 
ing the receivership. That matter seems to 
me to be one for the court’s general direc- 
tion of the receivership, having in mind 
not only the value of the property, but the 
general administration .of the trust, the 
conditions and demands of operation, and 
the probabilities of revenue. The record 
before me was made up largely upon the 
question whether the ordinance rates are 
confiscatory, and, consequently, it sheds 
little light on what could be expected in 
operating results from rates other than 
those fixed by ordinance or now in force. 
It seems apparent, however, on the values 
Send Eber theune present rates have 
I ) ed in a return a i = 
lic can justly complain, Ba a a 


Since 1915 the company has paid no 
dividends on its capital stock. Its re- 
quirements for interest on indebtedness 
exceed $900,000 per annum, and much 
of the indebtedness has gone to default: 
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Maumee Valley Seeks Abandon- 
ment—Will Run Buses 


The Maumee Valley Railway, operat- 
ing a belt line from Toledo, Maumee 
and Perrysburg on both sides of the 
Maumee River, in Ohio, has applied 
to the Public Utilities Commission for 


spermission to abandon its lines, sell 


and dismantle the property. Hearing 
will probably be held on the petition 
about Sept. 30 and officials of the road 
say service will be abandoned imme- 
diately if the petition is granted. 

The State Highway Department has 
changed the grade on intercounty high- 
way No. 51, which parallels the inter- 
urban railroad and the railway has 
been ordered to reduce its grade to 
conform to the new grade of the high- 
way, according to the petition. The 
company fears that if it does not do 
the work the county may change the 
tracks and charge the expense to the 
interurban line. The company is al- 
ready working under financial diffi- 
culties and new changes would be too 
expensive. 

For several weeks the company has 
been forced to operate between Toledo 


and Maumee over the tracks—of the 


Toledo, Bowling Green & Southern 
Railroad. This route eliminates much 
of the regular suburban business of 
the Maumee Valley line. 

The Maumee Valley line was pur- 
chased by bondholders in December, 
1920, after operation for several years 
by the Henry L. Doherty & Company 
interests at Toledo. There are $345,- 
000 of first mortgage bonds outstand- 
ing against the property. New cars 
were put in service more than a year 
ago and they are subject to equipment 
trust liens. The same interests now 
operating the Maumee Valley lines 
have formed the Lake Shore Power 
Company here and have purchased the 
Toledo & Indiana Railroad. 

Those interested in the traction line 
have applied for permission to operate 
buses over the route now used by the 
cars. The bus company is the Maumee 
Valley Transportation Company. Hear- 
ing on the bus application was sched- 
uled for Sept. 11. 


Increase in Passengers Carried 
on Seventeen Ohio Roads 


Annual reports of the seventeen city 
railways in Ohio filed with the Public 
Utilities Commission show that 27,413,- 
264 more passengers were carried in 
1923 than the year before. 
passengers carried last year was 762,- 
551,464. 

The city railways paid out a total of 
$3,325,354 in taxes, an increase of $17,- 
375.74, although they operated 46 fewer 
miles of track than the year’ previous. 
The total distance mileage operated 
was 630. 

It required an investment of $120,- 
001,598 to operate the railways, addi- 
tional capital to the amount of $6,212,- 
535 being needed during the year. 

Operating expenses were shown to 
have increased during the year by 
$3,449,097, made up largely of increased 
wages paid car crews. The total oper- 
ating expenses amounted to’ $31,069,- 
866, and the total revenue was $38,988,- 
611, an increase of $622,028.47. 


The total of — 


Vol. 64, No. 11 


Nine of the seventeen companies paid 
dividend returns on their invested cap- 
ital, the reports showed. 


Net Operating Revenue of Cali- 
fornia Railways, $15,528,376 


Public utilities operating in Cali- 
fornia showed a substantial gain in 
gross and net operating revenues dur- 
ing the calendar year of 1923, accord- 
ing to their annual reports recently 
compiled by the financial division of 
the Railroad Commission. The total 
revenues of the combined utilities was . 
$890,351,741 in 1923 and $818,244,533 in 
1922. The operating expenses in- 
creased from $602,976,460 in 1922 to 
$638,448,890 in 1923. The total net 
operating revenue for last year was 
$251,902,850, against $215,268,093 for 
the previous year. 

The operating revenues of the elec- 
tric railways in 1923 were $60,676,463, 
against $55,238,183 in 1922. The oper- 
ating expenses increased from $41,- 
037,553 for the calendar year 1922 to 
$45,148,088 during 1923. The net oper- 
ating revenue in 1923 was $15,528,376 
and $14,200,629 in 1922. 


Key System Transit Employees 
Buy Stock 


Most of the 2,500 employees of the 
Key System Transit Company, Oak- 
land, Cal., are now stockholders of the 
organization. A large block of prior 
preferred stock offered the employees 
on an installment plan of payment was 
oversubscribed in fifteen days of a 
60-day campaign. The stock that was 
offered to the employees was purchased 
by the trustees in the open market at 
$79.53 a share and was sold to the 
employees at $70 a share. Up to 
Sept. 11 a total of 1,901 shares, rep- 
resenting at par value $190,100, had 
been subscribed. At that time the 
plan was to continue to take subscrip- 
tions up to Sept. 30. 

C. O. G. Miller, president, acted as 
chairman of the board of trustees in 
charge of a voluntary committee of 
100, comprising for the most part the 
rank and file of the company. This 
committee issued a bulletin in which 
it answered questions asked about the 
stock and the company’s financial 
standing. It was also made plain that 
the company would not, in its relation 
with the employees, discriminate be- 


tween stockholders and _ non-stock- 
holders. 
Mr. Miller said that the trustees 


decided to announce the _ successful 
conclusion of the stock sales campaign 
in some detail because they felt that 
the public was greatly interested “in 
the family affairs of this most human 
of all public utilities.” He said: . 


The trustees, directors and other officials © 
of the company,, are pleased but equally 
sobered by the overwhelming success of 
the sale. We realize that we have assumed 
a sacred trust which imposes upon us the 
necessity of making this big urban and 
interurban transportation system a success. 

But the interest of our own people in 
the company will make this task easier of 
accomplishment. It is a splendid indica- 
tion that'*the transportation departments 
show the larger number of stockholders. 
We are selling service to the public, and 
the employees who operate our street cars, 
trains and boats form the most important 
contacts with our patrons. They have 
already established friendly relations with 
the public, but we feel that their increased 
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interest in the company through their 
partnership with it will stimulate their de- 
sire to make this the best transportation 
system in America. 

For many years I have been connected 
with various public utility’ corporations, 
but in all that time I have never before 
witnessed an expression of confidence so 
spontaneous as that shown in this rapid 
sale of stock. 

Instead of the usual high pressure 
sales method, the committee of 100 
adopted a policy which could only be 
defined as negative. An editorial in 
an issue of an informal bulletin pub- 
lished by the committee bluntly advised 
prospective buyers not to invest unless 
they were absolutely certain of being 
able to afford the necessary reduction 
from their pay checks. That was the 
introduction of the sales talk. Mr. 
Miller ventured to assert that the con- 
duct of the campaign by his company 
constitutes a unique contribution to 
sales practices. 


Interborough Did Better in July 


Earnings of the Inverborough Rapid 
Transit Company, New York, July, 
1924, show a deficit of $316,724 after 
operating expenses (including all ex- 
penditures for actual maintenance), 
taxes, rentals, fixed charges and the 
accrual of the dividend rental on Man- 
hattan Railway stock at the 5 per 
cent annual rate provided under the 
plan of readjustment. 

This deficit is $444,012, less than the 
similar deficit for July, 1923. 

The betterment is ascribed in part to 
an increase in the operating revenues, 
in part to decreased cost of operation, 
the result of cheaper coal and operat- 
ing economies, and in part to the fact 
that in July last year large mainte- 
nance expenditures had to be met for 
extraordinary repairs to turbines in 
the subway power house. There was 
no such unusual expenditure this year. 

' Frank Hedley, president and general 
manager of the company, explains that 
it is unlikely this betterment of July, 
1924, over July, 1923, will continue at 
the same rate throughout the current 
fiscal year. 


Date for Suspension Postponed.—The 
State Utilities Commission of Ohio on 
Sept. 5 granted an extension of time 
for abandonment of operation by the 
Cleveland & Eastern Traction Company 
to Jan. 1, 1925, and the Cleveland & 
Chagrin Falls Railway to Oct. 1. 

Hearing on Dividend Payment Set.— 
F. C. Chase, sitting as special mas- 
ter, will begin hearings Sept. 29 on 
the bill of L. Sherman Adams against 
the trustees of the Eastern Massachu- 
setts Street Railway, Boston, Mass., to 
compel them to pay a dividend of 23 
per cent on the adjustment stock, ac- 
eruing in February, 1923, and a divi- 
dend of 6 per cent on the common 
‘shares. 

Disagrees with Provisions for Taking 

Over Line—The Attleboro, Mass., 
Council recently refused to accept the 
provisions for taking over the Norton, 
Taunton & Attleboro Street Railway 
by the Eastern Massachusetts Street 
Railway. The Norton, Taunton & At- 
tleboro Street Railway is owned by 
these three communities and Mansfield. 
The Council objected to a resolution in- 
structing the Mayor to confer with the 


chairman of the boards of selectmen of 
Norton and Mansfield, with the object 
of junking the road. The Eastern 
Massachusetts had offered to take over 
operation of the road if it was given a 
mortgage on the land and buildings of 
the carhouse and power house to de- 
fray expenses of repairing the roadbed. 
Norton, Taunton and Mansfield voted to 
accept the offer. The towns had con- 
sidered the question of junking the 
road prior to the offer. Under munic- 
ipal ownership the railway was not a 
success. 


Seeks Discontinuance. — The Visalia 
Electric Railroad has applied to the 
California Railroad Commission for 
authority to discontinue passenger serv- 
ice between Visalia and Exeter, Tulare 
County. The applicant sets forth that 
it has had an operating loss in excess 
of $50,000 per annum for the last two 
years. 


$90,000 Issue Approved.—Authority 
for the Winona Interurban Railway, 
Warsaw, Ind., to issue and sell $90,000 
of 7 per cent gold notes to raise 
money to pay expenses incident to 
work to be carried out on its power 
distribution system has been granted by 
the Indiana Public Service Commis- 
sion. The notes are to be secured by 
$170,000 of its first mortgage 6 per 
cent bonds and are to be sold so as to 
yield $85,000. The company operates a 
traction line between Peru and Goshen. 


Company at Mansfield Plans to Ex- 
pand.—The Ohio Public Service Com- 
pany, Mansfield, Ohio, has asked the 
Public Utilities Commission for au- 
thority to purchase electric and gas 
properties in the vicinity of Sandusky 
and of the Central Ohio Gas Com- 
pany, with headquarters in Wooster. 
The companies involved in the proposed 
deal include the Sandusky Gas & Elec- 
trie Company, Port Clinton Electric 
Light & Power Company and the North 
Ohio Railway & Power Company. To 
finance the merger the Ohio Public 
Service Company has asked authority 
to issue $4,177,500 of common stock, 
$4,000,000 of 7 per cent preferred and 
$8,000,000 of first mortgage and re- 
funding 5 per cent bonds. e 


Definite Announcement of St. Louis 
Terms Expected Soon.—A meeting of 
the reorganization committee of the 
United Railways, St. Louis, was held 
in New York on Sept. 5. It was said 
after the meeting that while the plan 
would probably be announced soon sev- 
eral matters still remained to be cleared 
up before it could be submitted. 


Adjustment Stock Dividend Declared. 
—The trustees of the Eastern Massa- 
chusetts Street Railway, Boston, Mass., 
have declared a dividend of 2% per cent 
on the adjustment stock, payable on 
Oct. 1 to holders of record of Sept. 15. 
This is the first dividend of the kind 
since April, when the trustees ordered 
the payment of 83% cents for the two 
months, February and March, This 
was at the rate of 5 per cent a year, or 
the full rate to which the stock is 
entitled. Under the readjustment plan 
of the company, which was declared 
effective as of Jan. 4, 1922, the adjust- 
ment stock remained non-cumulative 
until Feb. 1, 1924, and all accumulated 
dividends thereon to Feb. 1, 1922, were 


canceled, An initial dividend of 23 
per cent was paid on May 15, 1923; 
Dec. 1, 1923, 24 per cent; May 15, 1924, 
6 of 1 per cent, covering the two 
months period from Feb. 1 to April 1, 
1924. No dividends were paid on the 
common to April 1, 1924. 


Surplus Earnings Increase.—For the 
twelve months ended July 31, 1924, the 
United Light & Power Company and 
subsidiary companies, Grand Rapids, 
Mich., realized gross earnings from all 
sources of $12,549,648, against $12,434,- 
572 in 1923. The operating expenses, 
including maintenance, general and in- 
come taxes, decreased $264,920. The 
surplus earnings available for deprecia- 
tion, amortization and common stock 
dividends advanced from $1,244,120 for 
the twelve-month period ended July 31, 
1923, to $1,309,696 for a similar period 
ended July 31 of the current year. 


Road in Mississippi Planning to Re- 
sume.—J. T. Dalier, manager of the 
Gulfport & Mississippi Coast Traction 
Company, Gulfport, Miss., has an- 
nounced the resumption of traffic be- 
tween Gulfport and Long Beach over 
the local company’s line. Cars will be 
operated over the back route instead 
of the front beach, as was the case 
previous to a recent storm, which 
washed away the roadbed. Mr. Dalier 
has also stated that within 60 days 
he expected to resume traffic between 
Pass Christian and other Mississippi 
coast points over the electric railway. 


Passenger Traffic Lower in July.— 
The Des Moines City Railway, Des 
Moines, Iowa, reports for July a 
falling off of 69,000 passengers as com- 
pared with June and an additional 
deficit to the stabilizing fund of $25,- 
025. This leaves only $8,500 in the 
stabilizing fund, which officials admit 
will probably be entirely wiped out by 
results in August. The $25,025 deficit 
for July occurred in the face of an 
increase in passenger revenue of 
approximately $15,000 over June. In 
June the deficit was $41,693. 


Referee’s Report Filed in Chicago 
Elevated Case.—A report has been filed 
in the Supreme Court at New York by 
Charles L. Hoffman, appointed referee 
in an accounting ordered by the court 
in the suit filed several months ago by 
Charles E. ,Mitchell, George M. Rey- 
nolds, John H. Mason and R. Floyd 
Clinch, a committee for the reorganiza- 
tion of the Chicago Elevated Railways, 
against the United States Mortgage & 
Trust Company. The suit was brought 
to determine the amount of assets held 
by the trust company as_ successor 
trustee under a deed of trust made in 
1911, and for a ruling as to the amount 
of property now distributable to the 
owners of stocks and bonds of the 
Chicago Elevated Railways. The ref- 
eree recommends that the court direct 
the sale of all the properties and a 
ratable distribution of the proceeds, 
with the cash remaining in the hands 
of the present trustees, among the 
holders of the notes and debentures 
after the payment of the cost and 
allowances in the proceeding. This is 
merely another technical step in a plan 
which has carried the company to suc- 
cessful reorganization as the Chicago 
Rapid Transit Company. 
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Book Reviews 


Study of Natural Resources— 
Pennsylvania’s Resources 

Published by Smithsonian Institution. 
Part III, Transportation. 32 pp., illustrated. 

This is a part of a publication com- 
piled to make more accessible to the 
public, particularly in Pennsylvania, 
the teachings of the collections of the 
Smithsonian Institution. Part III, just 
issued, relates to transportation, and 
six pages are given to electric street 
railways and three pages to bus trans- 
portation. The evolution of the street 
car is depicted from the early omni- 
buses through to the latest cars, and 
statistics are given as to the growth 
of the industry, the distribution of the 
dollar of investment and the dollar of 
income, with something about peak load 
characteristics, etc. A map of the elec- 
tric railway lines in Pennsylvania is 
included. The bus portion gives some 
particulars of the development and 
present status of the bus and a map 
of the bus lines in Pennsylvania. The 
cost of compilation of the book is being 
defrayed by persons interested in edu- 
cation in Pennsylvania, and copies are 
to be supplied to the Pennsylvania 
schools. 


The Choice of Switchgear for Main and 
Substations 

By W. A. Coates. 292 pages, illustrated. 
D. Van Nostrand Company, New York. 

The usual systems of connections, re- 
actances, oil breakers, arresters, volt- 
age regulators, switchboards and high 
and low voltage switching equipment 
are well treated in this book. <A brief 
treatment of automatic stations, gen- 
eral schemes of protection, excitation 
systems and auxiliary supply systems 
complete the work. The book is clearly 
written and contains sufficient exam- 
ples, data, curves and theoretical in- 
formation to give engineers a very 
thorough grounding in the subjects 
considered. Both foreign and Amer- 
ican equipment and practices are con- 
sidered and typical installations for 
large and small stations are included. 
An appendix by T. W. Ross treats ad- 
mirably of automatic converter sta- 
tions for railway applications, etc., and 
in addition the latest developments in 
automatic hydro-electric stations are 
considered. 

The book is by far the best in its 
field and properly belongs in the library 
of all colleges and central station engi- 
neers. It fills a need that has been felt 
and is a valuable addition to technical 
literature. 


Engineering in American Industry 


The development of industry in_ these 
United States during 120 years. By Conrad 
Newton Lauer, general manager Day & 
Zimmermann, Ine., Engineers, Philadelphia. 
96 pages, 9 x 12, illustrated. Published by 
McGraw-Hill Book Company, Inc., New 
York. $2.50. 


This book consists of a lecture de- 
livered before Princeton University un- 
der the Cyrus Fogg Brackett lecture- 
ship in applied engineering technology. 


Mr. Lauer reviews the growth and de- 
velopment of manufacturers in the 
United States and the contributions 
which engineering has made. By 
means of many diagrams and charts 
the author shows the tremendous 
growth of the United States and 
its industries on the formation of 
the American government to the 
present time. Progress and methods 


are also shown by means of numerous 
photographs and line drawings. Con- 


siderable space is devoted to the de- 
velopment of transportation, including 
street railways. This book will form a- 
valuable addition to the library of those 
interested in the history of our indus- 
tries. 


Crain’s Market Data Book 


Crain’s Market Data Book and Directory 
of Class, Trade and Technical Publications, 
Fourth Edition, 1924. 505 pages. Pub- 
lished by G. D. Crain, Jr., Chicago. $5. 

This book, in addition to listing 
practically all American and foreign 
industrial publications, gives a brief 
résumé of the extent of each industry, 
including the electric railway. The 
book has its principal value to adver- 
tisers in locating a market. 


Personal Items 


I. T. S. Operating and Traffic 
Departments Merged 


A consolidation of operating and 
traffic departments of the Illinois Trac- 
tion System is being completed which 
will make Springfield, Ill., the center 
of activities of this large electric rail- 
way system. As a first step in carry- 
ing out this plan the headquarters of 
the traffic department of the system 
will be moved from Chicago to Spring- 
field. This will include the offices of 
W. H. Wylie, traffic manager, and the 
tariff department; also the office of E, 
i. Kester, assistant traffic manager, 
which will be moved from Peoria to 
Springfield. The traffic department 
office of the railway has been located in 
Chicago for more than a year. 

In connection with removal of the 
traffic department to Springfield, W. H. 
Wylie, traffic manager, announced 
changes as follows: 

P. M. Saylor is appointed general 
agent at Peoria, Ill., in charge of 
all freight and passenger matters; P. 
A. Beaghan, soliciting freight agent; 
R. V. Sharp, local freight agent, and 
E. F. Tower, city passenger agent, all 
at Peoria. 

E. R. Rauch is appointed general 
traveling passenger agent and EH. A. 
Cordell, general traveling freight 
agent, both with headquarters at 
Springfield, Ill. 

J. S. Wellman is appointed district 
passenger agent, with headquarters at 
St. Louis; George L. Rush, chief clerk 
in the general traffic department at 
Springfield, and Walter P. Brown, 
chief clerk in the general traffic office 
at Chicago, Ill. 

A branch office of the general traffic 
department will be maintained in Chi- 
cago and the office of D. R. Peck, gen- 
eral agent, will also be continued in 
Chicago. 

The Illinois Traction System has a 
through freight and passenger service 
serving Peoria, Springfield, Danville, 
Bloomington, Decatur, Champaign, III., 
and St. Louis, Mo. 

The headquarters of J. M. Bosen- 
bury, superintendent of motive power 
equipment, is transferred from Chicago 
to Springfield and a number of ad- 


justments in several departments will 
be made accordingly. No changes are 
made in the personnel of the present 
general operating offices at Springfield. 
C. F. Handshy remains as general 
manager of the main division with 
headquarters at that point. 


T. D. Kiniry Will Return to 
Philadelphia 


Thomas D. Kiniry, general superin- 
tendent of transportation of the local 
and interurban lines of the Interna- 
tional Railway, Buffalo, N. Y., since 
early in 1923, will return to Philadel- 
phia as an aid to Superintendent Good 
in putting into effect desired improve- 
ments before the higher wage rate for 
employees goes into effect. This state- 
ment was made by Thomas E. Mitten in 
addressing “Men and Management” at 
the recent outing in Willow Grove. Mr. 
Kiniry first joined the Philadelphia 
Rapid Transit Company in May, 1900, 
as a motorman and four years later 
became supervisor. Early in December, 
1922, he was detailed to Buffalo .by 
Mitten Management, Inc., in the cap- 
acity of supervisor to the instruction 
force, and with the resignation of Mr. 
Casey he was made general superin=. 
tendent of transportation. A brief his- 
tory of Mr. Kiniry’s activities in the 
railway field was reviewed in the 
ELECTRIC RAILWAY JOURNAL, issue. of 
April 7, 1923. 


George H. McFee, general superin- 
tendent of the Boston & Worcester 
Street Railway, Framingham, Mass., 
since 1920, has resigned, effective Sept. 
15, to-reenter the employ of the 
United Fruit Company in Central 
America. F. C. Lewis, general freight 
and passenger-.agent, has been ap-~ 
pointed to succeed him. 


George C. Mathews, in charge of the 
statistical division of the Wisconsin 
Railroad Commission at Madison, has 
accepted appointment as professor of 
public utilities at Northwestern Uni- 
versity. Mr. Mathews, however, will 
remain: with the commission, devoting 
one day a week to classes in the prob- 
lems of operation and management of 
public utilities different in type. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
-for Discussion of Manufacturing and Sales Matters 


League of Nations Functioning Effectually 
on Economic Side 


Many Popular Presentations of Work of New International Body Touch Only 
Lightly on Economic Work of Interest to Business Men—McGraw-Hill 
Man Recently Returned from a Study of League Workings at 
Geneva Summarizes Nature of Extra-Political ‘Activities 


By E. J. MEHREN 
Vice-President McGraw-Hill Company, Inc. 


HE world today is a collection of 

producing units bound together by 
an elaborate network of commercial 
ties. Back and forth over the borders 
go the goods of one country in exchange 
for those of another, creating an econ- 
omic dependence that, when disturbed, 
upsets the whole social organism. 
After the disruption, statesmen can 
throw down new boundaries almost at 
will, but the results will be chaotic until 
the experts in finance, communication 
and transportation readjust the services 
and mechanism cut asunder by the new 
lines. 

Strange as it may at first seem to 
many, here it is that the League of 
Nations may be brought to intervene. 
This, of course, is not the place to speak 
of the political mission of the league; 
there are other publications that ade- 
quately deal with this element of its 
work. But there are economic and 
educational functions regarding which 
the engineer, the industrial leader, the 
man who wants to know what the world 
is doing, should be informed. 

The economic and technical functions 
of the league are administered chiefly 
by the following sections: 

1. Financial and Economic. 

2. Transit. 

3. Health. 

4. Intellectual Co-operation. : 

In the dramatic character of accom- 
plishment the work of the Financial 
and Economic Section easily occupies 
first place. Austria came to the league 
a bankrupt and was put on its feet. 
Hungary is working under a somewhat 

_ similar rehabilitation plan. A half mil- 
lion Greek refugees from Turkey are 
being settled on land under a plan, 
involving a large and difficult financing 
feature, worked out by this section. 
Danzig has been given a new currency, 
settling an almost impossible problem 
for this “free city,’ surrounded by 
Polish territory. 

These’ are outstanding accomplish- 
ments, and many admirable articles 
about them have been published in 
American general magazines. How- 
ever, there is much additional work 
under way—on the equitable treatment 
of commerce passing between nations, 
on suppression of unfair competition, 
on fair treatment of nationals of one 
country established commercially in 
another, on simplification of customs 


and other formalities affecting com- 
merce, on arbitration of international 
commercial disputes, on unification of 
laws relating to bills of exchange, on 
uniform methods of presenting statis- 
tics and index figures, and on similar 
international economic and commercial 
problems. 

As for the Transit Section, there is 
a long list of subjects before it involv- 
ing day to day operation of means of 
communication on which the committee 
is working, all looking to the facilita- 
tion of transit between states. Much, 
of course, had been done in this direc- 
tion by international conference and 
agreement before the war, such agree- 
ments as the Stresa convention on tech- 
nical uniformity (standardization of 
gages, clearances, equipment, etc.) and 
the Berne convention covering interna- 
tional bills of lading. The section be- 
gins its work where such conventions 
leave off. The extension, for example, 
of the use of a through bill of lading 
and of standard contract provisions in 
the bill to shipments originating in, 
destined for, or passing through all 
continents as well as Europe, is being 
sought by the league. Of course, in 
Russia and the United States the league 
has no government support—a bar to 
the world-wide extension of any uni- 
form practice that may be adopted. 

In the two general conferences held 
under the auspices of the section since 
its formation steps have been taken in 
the formulation of recommendations 
and conventions (proposed international 
agreements) covering, among other 
things, the following matters: 


1. Removal of obstacles to the free pas- 
sage of goods in transit through a country, 
involving the granting of complete equality 
in shipment between foreign and domestic 
goods. (This is a subject of very special 
concern to landlocked nations, such as 
Austria, Hungary, Switzerland and Czecho- 
slovakia. ) 

2. Principles regarding transportation 
and rights of use on “waterways of inter- 
national concern’; that is, waterways 
which provide access to the sea for more 
than one nation. 

8. A standard statute of port regulations 

4. Uniformity of tonnage measurement 
in maritime navigation. 

5. A long series of problems involved in 
rail communication between countries. cov- 
ering such points as 

(a) Agreements on through service. 

(b) Unification of frontier stations. 

(c) Mutual use of rolling stock. 

(d) Regulations regarding tariffs that 
will facilitate international traffic. 

(e) Financial arrangements between rail- 
way administrations. 
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Conventions have also been drawn up 
on the transmission from country to 
country of electric power and for agree- 
ments between nations for the develop- 
ment of hydraulic power. 

The Health Section has, among other 
things, attacked the whole problem of 
public health administration and epi- 
demic control in a very broad way. 

The final extra-political phase of the 
league’s work that has general interest 
is less tangible than those already de- 
scribed. It deals with “intellectual co- 
operation” and has as its purpose the 
development of contacts between think- 
ers and writers of all countries to the 
end that while “avoiding interference 
with the way each country expresses 
its own national genius” this will make 
it easier to draw upon the “common 
fund of knowledge, methods and dis- 
coveries.” 


INTERNATIONAL LABOR OFFICE 


One other agency needs mention to 
complete the picture of the interna- 
tional economic and technical organiza- 
tions centering at Geneva, namely, the 
International Labor Office. Its func- 
tion is to gather information regarding 
labor conditions and, in conference, to 
develop out of this information recom- 
mendations and proposed laws. In the 
six conferences already held a variety 
of recommendations and measures have 
been adopted relating to such matters 
as hours of employment, night work by 
women, employment of minors, protec- 
tion of workers in hazardous employ- 
ment, employment at sea, use of white 
lead paint and collection of statistics 
regarding unemployment, emigration 
and immigration. 

Whatever may be the strength of the 
League of Nations as a political agency, 
it is a boon to the whole world, and to 
Europe in particular, for the extra- 
political work it is carrying on. It 
reminds one of the centralizing agency 
that is constituted by every national 
government carrying on for the good 
of every section of its territory activ- 
ities that necessarily transcend district 
borders. Moreover, these extra-politi- 
cal activities of the league are much 
more effective than would be interna- 
tional co-operation by economists, 
technicians and educators without offi- 
cial standing. There was a great deal 
of such unofficial co-operation before 
the war, but much of it was inffective. 
The league’s work all has official back- 
ing and its effectiveness is correspond- 
ingly great. This has been shown by 
the results of the non-political work. 

We, of the United States, of course, 
have no official connections with the 
league’s work, but the extent to which 
Americans as individuals have partici- 
pated is astonishing. Americans are 
represented in nearly every important 
extra-political activity of the league 
and in many of the political ones. In 
all, 115 Americans have served on com- 
mittees, have been present as “official 
observers” at conferences or have 
worked in the headquarters office at 
Geneva. As Dr. Manley D. Hudson of 
Harvard has said, “The United States 
is not in the league, but it is neces- 
sarily of it. The government has not 
become a member, but scores of Ameri- 
cans have joined.” 
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On the Pier or Off the Lot 


The American Electric Railway As- 
sociation is reiterating the decision of 
its exhibit committee to the effect that 
it looks with disfavor upon demonstra- 
tions of buses outside the Pier during 
the coming convention at Atlantic City. 
All exhibits are to be on the Pier itself 
except a few railway cars, which will 
be placed on the track directly across 
the Boardwalk. Notice to this effect 
has been sent to the various exhibitors, 
and it is hoped by the committee that 
all will observe both the spirit and the 
letter of this ruling. 


White Company Has Large 
Orders from Railways 
The White Company reports that 63 
electric railways are operating 667 
White buses in fleets ranging from two 
or three buses to 80. In addition the 
company now has orders from electric 
railways for 68 buses for early delivery. 


Metal, Coal and Material Prices 


Metals—New York Sept. 9, 1924 


Copper, electrolytic, cents per lb.. 13.313 
popper wire bass, cents per lb.. 15.875 
Tead; cents: per lbs... k.saters siete 8.00 
Zinc, cents per lb! |. sone se!sces wutirls wee 6.525 
Tin, ‘Straits, centsiperib.an.eeccere eee 51.00 


Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, 


Hampton Roads, gross tons........... $4.125 
Somerset minerun, Boston, net tons...... 2.075 
Pittsburgh minerun, Pittsburgh, nettons. 1.875 
Franklin, Ill., screenings, Chicago, net tons 1.675 
Central, [ll., sereenings, Chicago, net tons eee 
Kansas screenings, Kansas City, net tons. 2.50 


Materials 
Rubber-covered wire, N. Y., No. 14, per 

(PULSE ater eee rin cy Stacie ede ion atc $5.55 
Weatherproof wirebase,N.Y.,centsperlb. 18.50 


Cement, Chicago net prices, without pees: 2.20 
Linseed oil (5-1b. lots), N. Y., fag does $1.04 
White lead, in oil (100-lb. eg), N 

cents per lb., carload lote.............-. 0.12 
Turpentine (bbl. lots), N. Y., per gal...... 0.89 


Rolling Stock 


Marshall Traction Company, Mar- 
shall, Tex., has purchased a 22-pas- 
senger bus. 

Columbus Electric & Power Company, 
Columbus, Ga., plans to purchase three 
buses with a seating capacity of 28 
persons each for operation by the Co- 
lumbus Transportation Company. 

Staten Island Rapid Transit Com- 
pany, Staten Island, N. Y., recently 
placed an order with the Standard Steel 
Car Company for 80 cars of the mul- 
tiple-unit type, similar to those now 
operating in the subways of the Brook- 
lyn-Manhattan Transit Corporation. 
Before going into operation the com- 
pleted cars will be tested on the test 
tracks of the General Electric Company 
at its Erie Works in Pennsylvania. 
Electrification of approximately 17 
miles of double-track passenger line of 
the Staten Island Rapid Transit Com- 
pany and the Staten Island Railway is 
now under way, an order having re- 
eently been placed with the General 
Electric for 80 two-motor equipments. 

Miami Beach Electric Company, 
Miami Beach, Fla., recently placed an 
order with J. G. Brill Company for six 
new cars at a cost of $7,024 each. De- 
livery is promised at the beginning of 
the winter season. 


Track and Line 


Seattle, Wash.—The City Council has 
passed an ordinance appropriating 
$76,000 for railway track reconstruc- 
tion and double-tracking on the Faunt- 
leroy line in West Seattle. 


South Jacksonville Municipal Rail- 
way, South Jacksonville, Fla., has 
started the Fletcher Park extension 
which will be rushed to completion. 


Birmingham Electric Company, Bir- 
mingham, Ala., has made changes in 
the Tidewater line, eliminating approx- 
imately 100 grade crossings over steam 
railroads. Five track connections with 
a like number of changes in trolley 
wires have been made. Approximately 
five blocks of new double-track line 
were laid to effect the changes in track 
arrangement. A total trackage of the 
equivalent of 8.7 miles of single-track 
line was abandoned when the changes 
were made. The majority of this track- 
age was doubled track line. Work of 
taking up the old rails will be started 
in a few days. The old track is largely 
70-lb. rail. The new standard rail is 
101 lb. Such of the old material as 
can be used will be salvaged, it is 
stated. Three new lines were created 
out of portions of the old Tidewater 
line. The eastern end of the line was 
retained, but a connection with the 
East Lake line on First Avenue was 
constructed on Sixty-eighth Street, and 
the new South East Lake Line was 
created. This line and the East Lake 
line have an interlocking schedule with 
a three-minute headway at the peak 
hours. <A section of the old Tidewater 
line was connected up to the Avondale 
line, making the new Avondale-Wood- 
lawn line. The western end of the 
Tidewater line was not changed except 
that it makes a loop through the busi- 
ness section of the city. This was 
named the Ensley line. 

Philadelphia, Pa.—An ordinance has 
been introduced in the City Council 
permitting the Continental Passenger 
Railway or its lessee, the Philadelphia 
Rapid Transit Company, to construct 
a connecting curve and turnout at 
Fifteenth and Filbert Streets. 
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Trade Notes 


Horne Electric & Manufacturing 
Company, Jersey City, N. J., manufac- 
turer of hand brakes, trolley bases and 
other railway specialties, has combined 
with the Russell & Stoll Company of 17 
Vandewater Street, New York City. 
Under the new arrangements the com- 
pany will have still larger manufactur- 
ing .facilities. LL. W. Horne, who has 
been well known in railway circles for 
many years, becomes the manager of 
the railway department of the Russell 
& Stoll Company. 

A. J. Stott is now affiliated with the 
Glidden Company of Cleveland, han- 
dling the Glidden line of varnishes, 
enamels, paints and thinning gils. 

A. C. Irwin, for a number of years a 
member of the engineering staff of the 
Chicago, Milwaukee & St. Paul Rail- 
way and prominently identified with the 


activities of various railway engineer- 
ing organizations, has been appointed 
manager of the railways bureau of the 
Portland Cement Association, succeed- 
ing D. A. Tomlinson, recently deceased. 
For many years Mr. Irwin has been 
engineer of the Portland Cement Asso- 
ciation in the structural bureau, with 
general headquarters at 111 West 
Washington Street, Chicago. For the 
past two years he has been devoting 
much of his time to the problems con- 
cerning the development of joint com- 
mittee specifica iois and similar spe- 
cial work. 


New Advertising Literature 


Electric Machinery Manufacturing 
Company, Minneapolis, Minn., has 
issued Bulletin No. 840, on vertical al- 
ternators. A chart is inclosed showing 
various possible applications of E-M 
synchcronous motors, with Bulletin No. 
785 of May, 1924, listing some of the 
users of E-M synchronous motors and 
vertical alternators. 


Buffalo” Forge Company, Buffalo, 
N. Y., has issued in a 16-page booklet 
a comprehensive review of the use of 
electric fans for blowing, exhausting, 
ventilating, cooling and drying. The 
subject matter is confined solely to 
direct-connected units, including de- 
scriptions of small disk or propeller 
fans, multi-blade type fans used for 
heating and ventilating, stoker units, 
pressure blowers, mill exhausters and 
electric forge blowers. The booklet is 
amply illustrated with views of instal- 
lations in various types of industrial 
plants. 


Carrick Engineering Company, Chi- 
cago, Ill., has issued catalog 99, entitled 
“The Automatic Control of Combus- 
tion.” This publication is a thorough 
discussion of automatic control methods 
and systems. It brings out the limita- 
tions of the various systems and why 
they fail. Copies of this 32-page 
treatise may be obtained from the com- 
pany. Another booklet recently issued 
is Bulletin M, called “Systems for the 
Automatic Control of Combustion.” In 
this 16-page bulletin the complete spec- 
ifications, together with diagrams and 
list of equipment required for 33 dis- 
tinct methods of automatically con- 
trolling boiler room equipment, are 
given. This bulletin will be sent to 
interested parties free of cost. 


_Irvington Varnish & Insulator Com- 
pany, Irvington, N. J., has issued 
Catalog 101, a 60-page illustrated 
booklet entitled “Irvington Insulation.” 
The booklet contains a complete and 
interesting presentation of the long list / 
of Irvington insulating material, in- 
cluding cambrics, tapes and “Irvington” 
baking varnishes. Commercial and 
technical data onr‘all “Irvington” prod- 
ucts are included. 


Hubbard & Company, Pittsburgh, Pa., 
have issued catalog No. 24, a 200- 
page booklet which gives a complete 
list of Hubbard pole line hardware and 
Peirce construction specialties. It is 
divided into sixteen sections and con- 
tains a stock number index, a section 
index and a material index and is re- 
plete with diagrams and illustrations. 


